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SUMMARY OF St JBJECT MATTER 

TO: Members of the Subcommittee on Railroads, Pipelines, and Hazardous Materials 

FROM: Subcommittee on Railroads, Pipelines, and Hazardous Materials Staff 

SUBJECT; Field Hearing on the Role of Intercity Passenger Rail During National Emergencies 


Purpose of Hearing 


The Subcommittee on Railroads, Pipelines, and Hazardous Materials is scheduled to meet on 
Monday, February 11, 2008, at 10:00 a.m., at the New Orleans Union Passenger Terminal, 1001 
Loyola Ave., New Orleans, LA 701 1 3 to receive testimony on the role of intcrcit)' passenger rail 
during national emergencies. 


In the event of a large-scale emergency, state and local governments are the primary entity 
responsible for managing a response. In a catastrophic disaster, and if the governor requests, federal 
resources can be mobilized through the U.S. Department of Homeland Security’s ("DHS’’) Federal 
Emergency Management Agency (“FEMA”) for search and rescue, electrical power, food, water, 
shelter and other basic human needs. A governor’s request for a major disaster declaration could 
mean an infusion of federal funds, but the governor must also commit sigiuficant state hinds and 
resources for recover)'^ efforts. 

Ihc federal government’s role in disaster response is outlined in the Robert T. Stafford 
Disaster ReKef and Emergency Assistance Act (“Stafford Act”, P.L. 93-288), which established the 
programs and processes for die federal government to provide major disaster and emergency 
assistance to state, local, and tribal governments, individuals, and qualified private nonprofit 
organizations. FEJylA has responsibility to administer the provisions of tlie Stafford Act. The 
Stafford Act further clarifies the federal government’s role by establishing that disasters should be 
managed at the lowest possible governmental level. 
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In addition to federal resources, states affected by a catastrophic disaster can also turn to 
other states for assistance in obtaining “surge capacity,” i.e, the ability to draw on additional 
resources, such as personnel and equipment, needed to respond to and recover from the incident. 
One way of sharing personnel and equipment across state lines is through the use of the Emergency 
Management Assistance Compact, an interstate compact that provides a legd and admudsttative 
framework for managing such emergency requests. The compact includes all 50 states and the 
District of Columbia. 


INTERCITV PASSENOBK RAIL AND DISASTERS 

Intercity passenger rail has many advantages in disaster situations, including evacuating 
residents, transporting Erst responders and equipment to assist in disaster relief, and often 
responding to people lacking alternative modes of transportation, such as those who rely on public 
transportation. Furdier, it is helpful for transporting in^viduals that need special assistance due to 
medical conditions or hospitalization. Finally, it is sometimes the only mode available to transport 
people and equipment medium- to long-range distances in a timely manner. 

Intercity passenger rail played an important role in the recovery efforts following the attack 
on the World Trade Center (WTC) on September 11, 2001 (“9/11”). For example, after aviation 
serstice was suspended following the attacks, Amtrak transported 1,000 firefighters, police officers, 
and emergency' workers from Boston and Washington, D.C. to the WTC. 

While the value of intercity passenger rail was first neglected in the lead up to Hurricane 
Katrina (“Katrina”), its value was reinforced following Katrina and Hurricane Rita (“Rita”). 

Initially, the City of New Orleans failed to respond to an Amtrak offer to assist the City’s initial 
evacuation efforts. A Federal Highway Administration ("FHWA”) report entitled “Catastrophic 
Hurricane Evacuation Plan Evaluation,” found that a 20-cat Amtrak train prepared to move 900 
people to safety left empty due to Federal, state and local organizational challenges and lack of 
planning. 

However, intercity passenger rail was a valuable evacuation tool prior to Hurricane Rita, 
which followed Katrina and affected parts of Texas and Louisiana on September 24, 2005. When 
emergency officials began evacuating tire Houston area prior to Rita reaching the coast, it spurred 
the largest evacuation in Texas history. As a result, nearly three million people attempted to 
evacuate the Gulf Coast, leading to massive gridlock on the toads. 

Wliile seven people died due to Hurricane Rita, the National Hurricane Center reported that 
over too people died due to the evacuation, many in car accidents or from heat exposure, including 
23 senior citizens due to an on-road accident during the evacuation. Area highways were gridlocked 
and vehicle breakdowns were cormnon. Delays as long as 24 hours caused many cats to run out of 
gas and cat rental companies ran out of vehicles to rent. 

Trinity Railway Express (TRE), a commuter rail service operating in the Dalks-Ft. Worth 
area, worked with Amtrak to redirect commuter trains to run between Houston and Dallas. 
According to FHWA, TRE moved over 450 people to Dallas. Once they reached Dallas, Amtrak 
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and BNSF Railway personnel loaded the evacuees onto buses and transported them to safety, 
according to TRE personnel. 

Additionally, Amtrak helped evacuate about 300 people on its St/me! Urxitedlkie. 

Immediately following Katrina and Rita, FEMA, in consultation with the Federal Railroad 
Administration (“FR/V") worked with Amtrak, commuter trains, and freight railroads to support 
emergency response. Trains moved evacuees out of the region and to transport heat'y equipment, 
supplies, and reHef equipment into the area. Unfortunately, the FHWA reported that tliese efforts 
were continually cliaUenged due to the lack of communication, coordination, and prior planning 
among local. State, and Federal officials. 

Additionally, FHWA reported that the experiences in New Orleans accentuated the need to 
better incorporate intercity passenger tail and other transportation modes in evacuation plans. New 
Orleans had a latge segment of its population that could not evacuate in personal vehicles, and the 
City was unprepared to evacuate so many persons using other modes, including intercity passenger 
rail. Following Hurricane Katrina, the City developed a plan to utilize intercity passenger rail and 
other transportation modes to evacuate those who cannot evacuate by private vehicle. 

While the evacuation of New Orleans in response to Hurricane Katrina was considered 
relatively successful for people with their own vehicles, approximately 1 million people et'acuated 
Louisiana prior to landfall. However, approximately 100,000 people were not evacuated prior to the 
storm, in many cases because these people lacked access to a vehicle. Hurricane Katrina ultimately 
resulted in over 1,300 deaths. Among those who could not evacuate were some of society’s most 
vulnerable populations; the elderly, low-income individuals, and persons with disabilities. These 
populations often lack the ability to provide for their own transportation. 

Evacuations of varying scales are common in the United States and can be triggered by a 
variety of events, including natural disasters such as Katrina and Rita, wildfires, and terrorist attacks 
like those committed on 9/1 1 . In fact, emergency evacuations of more than 1 ,000 people occur 
mote than three times a montli. While evacuation is only one option in response to an emergency, it 
is complex and contains several critical components, including transportation, shelter, supplies, and 
security, among others. Eacli of these components is itself complex and often interrelated to 
transportation. Those who, by choice or circumstance, do not have access to a personal vehicle or 
are precluded from driving may require evacuation assistance during emergencies. 

The 2000 U.S. Census indicates that tlie population categories previously defined as 
transportation-disadvantaged — ^the elderly, low-income individuals, and persons with disabilities — 
comprise a large segment of the country’s total population of over 300 million. For example. 

Census data indicated that, in 2000, 12 percent of Americans were age 65 and over, 12 percent were 
living below the poverty Mne, and 23 percent had a disability. However, the transportation- 
disadvantaged not only include tmlnerable populations, but all those who are cat-less during an 
emergency. In 2000, the top 10 car-less cities had between 29 and 56 percent of households without 
a vehicle. However, people who require transportation assistance in an evacuation may be an even 
larger group because, in an emergency, anyone without immediate access to transportation may 
require assistance. 


3 



IX 


Following the events of Katrina and Rita, the Department of Transportation Inspector 
General recommended that DHS, in coordination with the Department of Transportation and die 
State of Louisiana, work to: identify those who could not evacuate on their own; establish an 
interagency transportation management unit to coordinate the routing of buses; enter into contracts 
to provide transportation by bus, rail, and air; and provide transportation from state and local pre- 
established coUecdon points to shelters, tail sites, or air transportation sites, 


St INSET Limited 

Die Stmsef Limited is an Amttak passenger train that tuns between New Orleans, Louisiana 
and Los Angeles, California. From early 1993 to August 2005 however, Amttak extended the line as 
far east as Florida. Following the devastating 2005 hurricane season, the Sunset Limited’s service 
was to stop at San Antonio until repairs were completed in October 2005. However, while repairs 
were completed, service was restored only between New Orleans and Los Angeles. The Sunset 
Limited’s previous service along the eastern half of the Gulf Coast into Florida did not restart. 

In January 2006, CSX, owner of the tail line &om New Orleans to Florida, finished restoring 
damaged tracks and resumed freight traffic. Despite the complete restoration of rail service along 
the Gulf Coast, damage to stations and other Amtrak-owned infrastructure has prevented die 
restoration of full passenger service for the Sunset Limited. While Amtrak is considering options to 
restore service, it has not yet implemented a plan to restore service. 

Prior to Hurricane Katrina, the New Orleans-to-Orlando segment accounted for 28 percent 
of the Sunset Limited’s miles, but 39 percent of tidership, and 41 percent of revenue. The Sunset 
Limited is the only Amttak route connecting California, the Southwest, Texas, and New Orleans with 
Florida. 


If service is restored to the Sunset Limited between New Orleans and Pensacola, Amtrak 
could be utilized by the states of Louisiana, Mississippi, Alabama, Georgia, and Florida as a reBable 
method for evacuating residents during a national emergency. 
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HEARING ON THE ROLE OF INTERCITY PAS- 
SENGER RAIL DURING NATIONAL EMER- 
GENCIES 


Monday, February 11, 2008 

House of Representatives, 

Committee on Transportation and Infrastructure, 

Subcommittee on Railroads, Pipelines, and Hazardous 

Materials, 

Ne/v Orleans, LA. 

The Subcommittee met, pursuant to call, at 10:15 a.m., in the 
Union Passenger Terminal, 1001 Loyola Avenue, New Orleans, 
Louisiana, Hon. Corrine Brown [Chairman of the Subcommittee] 
presiding. 

Ms. Brown. Will the Subcommittee on Railroads, Pipelines, and 
Hazardous Materials please officially come to order. 

The Subcommittee is meeting today to hear testimony on the role 
of intercity passenger rail during national emergencies. 

Our Ranking Member, Mr. Shuster, planned to join us today and 
is very interested in the needs of the Gulf Coast, but unfortunately 
he is unable to join us due to a flight cancellation— that is why we 
need additional rail. 

[Laughter.] 

Ms. Brown. I want to thank Mayor Nagin and the City of New 
Orleans for hosting today's hearing. The Mayor made it possible for 
the Subcommittee to hold hearings today at this Union Pacific Ter- 
minal. This station is the major southern hub for Amtrak and 
played an interesting role in the recovery efforts from Hurricane 
Katrina as a temporary jail. 

As you can see, this is a beautiful station that has been fully re- 
stored by the City and the station's dedicated employees. It is one 
positive example of the progress being made in downtown New Or- 
leans. 

Since the tragedy surrounding September 11, emergency man- 
agement and preparations have played an elevated role in the daily 
lives of citizens and governments alike. September 11 and hurri- 
canes Katrina and Rita demonstrate the critical role intercity pas- 
senger rail holds in emergency response situations. An intermodal 
transportation system that offers a range of options during any 
emergency situation must be an essential part of any emergency 
planning. 

Passenger rail offers many benefits during a disaster. It can 
move large numbers of people out of harm's way; it can bring crit- 
ical supplies to needy areas and it offers an alternative form of 

( 1 ) 
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transportation to combat overcrowded highways as we witnessed 
during the evacuation of Houston in hurricane Rita. Passenger rail 
should be a vital component of every rail emergency plan and the 
federal and state governments must commit the necessary invest- 
ments to make this possible. While the Federal Emergency Man- 
agement Agency has made changes in their response planning fol- 
lowing hurricanes Katrina and Rita, it is clear that there is more 
that we can do to make sure passenger rail is fully utilized. 

I hope today to hear the progress that has been made to fully re- 
store the Sunset Limited line. The loss of service on the Sunset 
Limited from New Orleans to Pensacola— you know I am from Flor- 
ida— directly impacts the ability of people living along the Gulf 
Coast to respond to emergency situations. Further, it limits the 
ability of people in Florida to ride Amtrak to visit family and 
friends along the Gulf Coast and New Orleans. This is a serious 
problem and I believe that now, over two years since the disastrous 
hurricane season of 2005, we should have more answers about 
when Sunset Limited services will be restored. 

I would like to welcome today's panelists and thank them for 
joining us. I look forward to hearing their testimony on how pas- 
senger rail can be better utilized during national emergencies and 
what Congress and the Federal Government can do to make this 
possible. 

Before we begin testimony, I ask that Members be given 14 days 
to revise and extend their remarks and to permit the submission 
of additional statements and material by Members and witnesses. 
Without objection, so ordered. 

I would like to ask unanimous consent that Congressman j effer- 
son be allowed to sit in on the panel and ask questions of the wit- 
nesses. Without objection, so ordered. 

Mr. j efferson, I am going to let you make your opening remarks 
at this time and then we will go to the panel. 

Mr. j EFFERSON. Thank you. Representative Brown. 

I believe this is the first time and the most formal way I have 
ever addressed you, as Representative Brown. To us, she goes by 
a more familiar name, which I will not mention here today because 
we are in these formal circumstances. But she is, to us in the Lou- 
isiana delegation, like an eighth Member of our delegation because 
even when it came to her own native Florida and the issue of the 
VA Hospital, she stood with New Orleans in that fight to make 
sure the hospital was placed here and was not even talked about 
as being a possible placement for it in Florida. So we owe her a 
great debt. She has been here eight, ten times since the storm. I 
may be shortchanging her a few trips. And she has worked on ev- 
erything from missing children during the hurricane to just the 
basic issues of evacuation. 

And today's hearing, at least in part, is going to deal with how 
we might think about how the intercity transportation systems can 
help us prepare for disasters and for the ne^ to move people out 
in ways that are more effective, more efficient and less costly, more 
safe; and also, how we can, after the storms come along, do more 
to help with our recovery through the use of intercity transpor- 
tation to move people bacK and forth to jobs, to help to restore con- 
fidence in our economy and all those sorts of things. 
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At the end of the day, I think that we can probably just say in 
sum what I would like to say, the very last paragraph of my pre- 
pared statement and I will submit it, if I might. Madam Chairlady, 
for the record. 

In summary, having an intercity rail in southeast Louisiana and 
even expanding the Sunset Line to Florida helps in many areas. It 
means getting our people to safety in the face of terrible storms of 
the future. It means offering our people that do not have the ability 
to flee to safety a viable option. It means a safer commute for those 
traveling each day. It means a connection to our varied commu- 
nities. It means affordable mass transportation for everyone. It 
means less congestion on roads and less pollution in our air. It 
means business development and opportunity. And lastly, it means 
essentially it would be a great deal of help for our recovery. 

I have a statement I prepared. Madam Chair, I would just like 
to submit it for the record if you would permit me to do so, so we 
can get to our esteemed panel. 

And I thank you for the chance to serve with you today on this 
panel and be here for these excellent witnesses. 

Ms. Brown. Thank you, my colleague. And let me just say you 
probably missed the number of times I have been here because I 
have felt really responsible— when I saw Katrina and I saw the re- 
sponse of the government, I felt it was necessary not only to come 
here right away, but I went home and organized my community 
and we sent 16 tractor -trailers full of goods and services to the 
community. 

And I have worked very hard to make sure that the VA Hos- 
pital— and we have meetings on that tomorrow, and in fact I just 
talked to the Chairman and we have the funds in there for that 
hospital and so I am going to make sure we move forward with the 
new VA facility here, working with the community. 

So thank you for having me here and thank the Mayor for invit- 
ing me. 

And with that, I would like to welcome and introduce our first 
witness. It is Mr. Glenn Cannon, the Assistant Administrator for 
Disaster Operations Directorate, Federal Emergency Management 
Administration. 

The second witness is our Mayor, Mayor Ray Nagin, Mayor of 
the City of New Orleans. 

And the third witness is Mr. Santos, Assistant Deputy Director 
of Operations and Preparation for the State of Louisiana. 

And the final witness on the panel is Mr. Terry Ebbert, Director 
of Homeland Security for the City of New Orleans. 

Let me remind the witnesses that under our Committee rules, 
oral statements must be limited to five minutes, but the entire 
statement will appear in the record. We will allow an entire panel 
to testify before questioning the witnesses. 

I am pleased to have all of you here today and I recognize Mr. 
Cannon for his testimony. 
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TESTIMONY OF GLENN CANNON, ASSISTANT ADMINISTRATOR, 
DISASTER OPERATIONS DIRECTORATE, FEDERAL EMER- 
GENCY MANAGEMENT AGENCY; THE HONORABLE C. RAY 
NAGIN, MAYOR, CITY OF NEW ORLEANS; COLONEL PAT 
SANTOS, ASSISTANT DEPUTY DIRECTOR FOR OPERATIONS, 
GOVERNOR'S OFFICE OF HOMELAND SECURITY AND PRE- 
PAREDNESS, STATE OF LOUISIANA; AND COLONEL TERRY 
EBBERT, DIRECTOR OF HOMELAND SECURITY, CITY OF NEW 
ORLEANS 

Mr. Cannon. Thank you. Good morning, Madam Chair and Rep- 
resentative J efferson. Thank you for the opportunity to discuss 
with you plans for using rail transportation to support emergency 
evacuations and the challenges of using rail in these situations. 

Providing critical planning and resource support to help our state 
and local government partners in the Gulf Coast region prepare for 
the disasters that they face has been one of our highest priorities 
for the past two years. 

One of the activities that we have been most intensely engaged 
in involves the area of evacuation planning. In the declared dis- 
aster, FEMA's disaster operations, disaster assistance and logistics 
management directorates provide for pre-cautionary evacuation 
and return assistance to at-risk populations in accordance with the 
Stafford Act. However, FEMA does not, should not and cannot act 
alone. FEMA Administrator David Paulison often speaks of our 
commitment to building engaged partnerships with our colleagues 
in state and local government. Evacuation planning is one area 
where this commitment is very evident. 

Since hurricanes Katrina and Rita, FEMA has worked with all 
the states in the region to coordinate their diverse evacuation 
plans. Multi-agency teams engaged with Gulf Coast states to iden- 
tify requirements and capabilities and develop plans and integrate 
shelter planning with transportation planning. This is what we 
mean when we say engaged partnerships. 

FEMA is also on the ground. We established an office in Baton 
Rouge to conduct specific evacuation planning for the 12 coastal 
parishes of Louisiana. Working closely with our federal, state and 
local partners, this planning effort helps ensure the transportation, 
sheltering, mass care and repopulation elements are ready to sup- 
port Louisiana. 

FEMA is supporting multi-modal evacuation planning specifically 
for Louisiana and the City of New Orleans. A major component of 
this evacuation planning leverages the capabilities of Amtrak and 
intercity rail transport to evacuate the New Orleans metropolitan 
area. Last year, during the 2007 hurricane season, FEMA entered 
into a contract with Amtrak to provide emergency rail transpor- 
tation services to help evacuate persons from New Orleans to other 
locations in the Gulf Coast region. My written testimony goes into 
greater detail on this arrangement. 

Despite the evacuation planning and related support we have 
provided, there are still challenges that need to be addressed re- 
garding rail evacuation planning and readiness for future disasters. 
On a broad scope, there is a shortage of personnel with experience 
in rail transportation issues who are also qualified in evacuation 
planning. States need to use consistent planning techniques and 
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methcxiologies when developing activities that will cut across mul- 
tiple jurisdictions but may lack training, funding and personnel to 
accomplish these tasks. And states need to develop and take great- 
er advantage of mutual aid agreements, memoranda of under- 
standing and contracts. Often, developing these instruments can 
not occur until near the end of the planning cycle, coming after risk 
assessments, gap analyses, capability inventories and concepts of 
operation are well underway. 

In addition to those broad challenges, there are also specific rail 
evacuation challenges. The private ownership of railroad right-of- 
ways poses some challenges. Individual agreements are necessary 
to determine how and when they are used and each railroad inde- 
pendently determines when they will cease operations in the face 
of an oncoming hurricane. 

The existence of these agreements and the close cooperation of 
each railroad line in use are critical to achieving effective planning. 
Once the evacuee population has reached the destination, receiving 
state and local governments and responders must be able to pro- 
vide adequate services, such as transportation and sheltering. As 
a result, destinations must be mutually agreed upon by the evacu- 
ating state, the receiving jurisdictions, FEMA and its operational 
partners and Amtrak. 

To ensure the safety of evacuees, Amtrak has indicated a need 
to include law enforcement officers in each car. However, personnel 
limits will r^uire prearranged agreements for additional law en- 
forcement officers to supplement existing forces. Availability of per- 
sonnel during a crisis will always be a challenge. 

Regarding special needs evacuees, the typical passenger rail car 
can only transport ambulatory evacuees, and a limited number of 
wheelchair-bound patients not needing medical attention or med- 
ical staff. Amtrak is not capable of conveying special medical needs 
passengers. 

Finally, there is a cost to being prepared for a potential evacu- 
ation. Last year, equipment and personnel were prepositioned in 
New Orleans at a cost of approximately $700,000. 

The planning efforts we have undertaken with Louisiana exem- 
plify the emergency planning envisioned in the National Prepared- 
ness Guidelines. Our engaged partnership has promoted unity of 
effort resulting in policies, processes and actions that have im- 
proved overall preparedness. New Orleans is only one of many cit- 
ies and states at risk from hurricanes that can take advantage of 
incorporating passenger rail into their local and state emergency 
efforts. FEMA will continue to closely coordinate and support com- 
munities across the region and the country to facilitate the develop- 
ment of a more robust evacuation and response plan to ensure pro- 
tection of the population when disaster strikes. 

I look forward to discussing with you today and in the future the 
opportunities and challenges raised by the role and the use of rail 
in the emergency management system. 

Thank you. 

Ms. Brown. Mayor. 

Mayor Nagin. Thank you. To Chairwoman Brown, Congressman 
j efferson and other Members of the House Transportation and In- 
frastructure Subcommittee on Railroads, Pipelines and Hazardous 
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Materials, thank you for choosing New Orleans and thank you for 
choosing this site for this hearing. We are particularly pleased to 
host you here at the Union Passenger Terminal. It is an historic 
building which currently plays an important intermodal role in our 
transportation network and will play a critical role in future evacu- 
ations, emergency evacuations. 

I am not going to read all of my testimony, but I will cover a few 
of the highlight^ points of this testimony. 

We are in recovery. Madam Chair, and 

Ms. Brown. Mr. Mayor, I'm sorry, would you bring your mic a 
little closer? 

Mayor Nagin. Yes, ma'am. 

Ms. Brown. Thank you. 

Mayor Nagin. We are in recovery. Madam Chair, and 2008 for 
us is going to be a tipping point in our recovery. We have lots of 
work to do but we are starting to see a flow of dollars into our com- 
munity to accelerate our recovery. We have access to a state revolv- 
ing loan fund, the initial portion of a $260 million bond that was 
approved by voters before the storm; we have access to that since 
we have gotten our bond rating back up to a stable rating. I n total, 
we have access to more than a billion dollars for our recovery ef- 
forts and our citizens are engaged in this process and working with 
us. J ust in street work alone and roads and bridge improvements, 
we have $363 million that we are spending. 

We also have a significant number of building permits that our 
citizens are giving us strong indications that this recovery will be 
a full recovery. We have issued over 81,000 building permits for a 
value of $5 billion and we have another— that is just in restoration 
work. We have another billion dollars in permits that we have 
issued for new construction. Experts predict that this region will 
spend anywhere from 60 to 100 billion dollars in its recovery. 

Our airport, Louis Armstrong International Airport, is also re- 
bounding. It currently provides 78 percent of the seats offered pre- 
Katrina, 84 percent of pre-Katrina flights and we are going to 88 
percent of pre-Katrina destinations that we had previously. 

Our port is now back to 2002 levels, above 2005. So we are real 
excited about that. 

And our tourist industry is really showing some strong signs of 
recovery. We estimate or UNO estimates that this year, we will do 
about $4.5 billion in tourist-related business. That is important be- 
cause in 2004, it was a record year for us, we had never been that 
high, we had over 10 million visitors and they spent about $4.9 bil- 
lion. 

We are on a roll. Madam Chair. We just had the BCS Champion- 
ship, the NBA All Stars this weekend. All Star weekend. We 
have— the President has announced an international summit with 
Mexico and Canada. We have the tenth anniversary of V-Day with 
Oprah Winfrey and j ane Fonda and all those folk coming in. Right 
after that, French Ouarter Festival, j azz Fest and Essence. And I 
forgot about a little party we throw called Mardi Gras, which we 
just finished up. So we are definitely moving in a very positive di- 
rection. 

People ask me all the time how do you measure the success of 
a recovery of something that has happened. And it is all about peo- 
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pie. A city if about people, a state is about people. And about 71 
percent of our people are back, we are about 320,000 people, but 
there is a swell during the day that is very exciting for us, where 
people are coming in and working on their homes, working on their 
businesses. And we think our population is back to about 365,000 
during the day, down from 455,000 pre-Katrina. So we are really 
excited about that. 

On evacuation planning, we need to assure our citizens that we 
have the capacity to react quickly and responsibly. And after hurri- 
cane Katrina, my Office of Homdand Security developed a city-as- 
sisted evacuation plan with a major component centered on rail 
services in the Union Passenger Terminal. Our strategy is the use 
rail assets to move our elderly and those with minor m^ical condi- 
tions from the city. We think that this is important. 

We were able to incorporate the use of rail in our evacuation 
plans in the past two hurricane seasons. In 2006, our plans called 
for rail to take our citizens to J ackson, Mississippi and we were 
hoping that 6000 people could take advantage of that. 

We strongly feel that the use of rail is critical to the successful 
future evacuation of the city of New Orleans. And Colonel Ebbert 
will touch on that in a minute. 

We also ask you to support full funding for Amtrak services, par- 
ticularly from coastal cities such as New Orleans and other coastal 
cities. This would provide important regular passenger rail trans- 
portation and will play a critical role in emergency transportation 
planning and execution across the city. And of course, we would 
like to see the Amtrak Sunset Limited back so we can get back to 
J ackson, Florida. And finally, we are seeking matching funds for 
about $80 million, it is a three-year initiative for rail fortification 
and startup costs for a commuter rail line from this UPT center to 
Baton Rouge, which will serve as another evacuation asset. 

Madam Chair, that concludes my comments. I would like to 
thank you once again for being here and for all your hard work 
after the storm. You have been a true champion along with Con- 
gressman J efferson, and we thank you for being here and helping 
us to bring back one of the most distinctive cities in the country— 
New Orleans. 

Thank you. 

Ms. Brown. Mr. Santos. 

[Applause.] 

Colonel Santos. Good morning. Madam Chair, Congressman J ef- 
ferson. It is an honor to be here today to provide this very critical 
and important testimony. 

Hurricanes Katrina and Rita exposed significant flaws in federal, 
state and local preparedness and response capabilities to cata- 
strophic events. Numerous after-action reviews were conducted in 
the months following the 2005 hurricanes involving stakeholders at 
every level of government. Beginning in 2006, a concerted effort 
has been made by the State of Louisiana in cooperative spirit with 
local governments, including non-governmental organizations, in- 
dustry, and our federal partners to formulate improved planning, 
coordination and disaster management capabilities during future 
incidents. 
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One such lesson learned was the need to develop scalable and 
flexible plans with ad^uate resources to assist those citizens who 
desire to evacuate during an emergency, but lack the means to do 
so. The City of New Orleans has developed a New Orleans City As- 
sisted Evacuation Plan that addresses this very issue. It is esti- 
mated that if an evacuation is called, approximately 25,000 citizens 
could potentially require emergency transportation out of the New 
Orleans area within a 54-hour window. 

It is clearly evident that to evacuate that number of citizens in 
such a short time period, every available means of transportation 
has to be consider^. The State Department of Transportation and 
Development, who has the primary responsibility for emergency 
support function, ESF-1, transportation, has secured a commercial 
bus contract for some 700 coach buses. These commercial buses, in 
addition to the state school buses, will provide a large percentage 
of the critical transportation needs for citizens that require both 
transportation and sheltering across all of the at-risk parishes in 
Louisiana. We are aware and do currently have concerns that the 
contracted bus vendors, depending on the situation, may not be 
able to provide the total number of buses when and where needed 
in Louisiana. Those citizens considered general population evac- 
uees that do avail themselves of this means of transportation can 
expect a rather long trip, approximately 5 to 10 hours perhaps, to 
shelters located in north Louisiana or to neighboring states such as 
Arkansas or Alabama. 

New Orleans Emergency Management officials suggested in 2006 
that we consider Amtrak as a transportation asset that could be 
used for senior citizens and individuals that may r^uire some spe- 
cial assistance. The emphasis is to place these citizens in a low 
stress environment to minimize the psychological and physical im- 
pact that occurs during a high tension event. The concept was dis- 
cussed and refined and a request was made from the state to 
FEMA to formally ask for the use of this asset. Negotiations be- 
tween FEMA and Amtrak produced a signed contract to be trig- 
gered in the event a Category 3 storm or higher threatens the City 
of New Orleans. A Memorandum of Agreement was signed between 
Louisiana and the State of Mississippi to allow the trains to use 
the J ackson train station as a transload site. At that point, evac- 
uees from the train would transfer to commercial buses which 
would take the evacuees to shelters located back in north Lou- 
isiana. 

In 2007, the plan was modified to transport ambulatory senior 
citizen evacuees to Memphis, where the State of Tennessee has 
agreed to shelter up to 6000 Louisiana citizens arriving by train. 
Two Amtrak trains, each train consisting of 24 rail cars, carrying 
1500 citizens, with limited wheelchair capability, would make two 
trips each from New Orleans to Memphis starting at 48 hours prior 
to the projected onset of tropical force winds, r^erred to as FI -48. 

During hurricane season, the speed at which some storms de- 
velop may not allow state and federal entities to activate their 
transportation support plans in time to be effective. Air and bus as- 
sets must be activated as early as FI-100 hours in order to maxi- 
mize their potential effectiveness. Amtrak, with its prestaged 
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transportation resources in the vicinity, could make an immediate 
impact in this type of environment. 

The use of rail is an integral part of the overall transportation 
evacuation plan in Louisiana. It was identified early in the plan- 
ning process for an evacuation of critical transportation need citi- 
zens within the southeastern parishes of Louisiana, which includes 
New Orleans, as the use of bus and rail alone will not provide the 
necessary transportation resources potentially required. As a result 
of this potential shortfall, a plan was developed by FEMA for the 
use of air assets to supplement bus and rail to transport as many 
as 15 to 20,000 evacuees out of the state. 

All of the planning in the 2007 Gulf Coast season was focused 
on New Orleans as the origin rail station and Memphis as the des- 
tination rail station. During one of the hurricanes this past season, 
as both Louisiana and Texas at one point were being threatened 
simultaneously, Texas inquired about the potential use of emer- 
gency rail transportation services for their general population. Due 
to the lack of prior planning, this option was not pursued. There 
is a need for a coordinated national emergency transportation plan. 

Our recommendation is that FEMA pursue a regional rail evacu- 
ation concept with a flexible multiple origins and destinations con- 
tract with Amtrak that is in line with the FEMA Region's respon- 
sibilities and Amtrak's capabilities. There are other variables that 
could impact having only one origin or destination and without 
prior preplanning for other options, it could reduce Amtrak's capa- 
bilities. By planning different scenarios, FEMA and the states will 
be better prepared for any unusual situation that could disrupt op- 
erations. We see this as giving FEMA and the states a broad scope 
of coverage for emergency rail evacuation to complement their 
multi-state responsibilities. As we continue preparations for the up- 
coming 2008 hurricane season, Louisiana will once again be re- 
questing through FEMA an Amtrak contract. 

That concludes my statement. 

Ms. Brown. Colonel. 

Colonel Ebbert. Madam Chair, Congressman J efferson, I thank 
you for the opportunity to testify before the Committee on Trans- 
portation and Infrastructure's Subcommittee on Railroads, Pipe- 
lines, and Flazardous Materials. 

I am Colonel Terry Ebbert, the Director of Flomeland Security for 
the City of New Orleans and am responsible for the police, fire, 
emergency medical services, criminal justice and the Office of 
Emergency Preparedness. I have served in this position for the 
past five years. 

The City of New Orleans, like all of our large urban areas, has 
great public safety planning and operational challenges. We at the 
local level have limited resources available to deal with cata- 
strophic incidents. Our planning is based upon our capabilities and 
the requesting of additional state and federal resources. Transpor- 
tation evacuation planning was, and continues to be, of great con- 
cern to me and my departments. 

New Orleans is the only major urban area in the United States 
that has no authorized federal or Red Cross support for sheltering 
in place during major hurricanes. This situation requires multi- 
state and parish planning for mandatory general population evacu- 
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ation. As you are aware, mandatory is not forced evacuation. My 
police officers will not break down doors and remove citizens from 
their homes by force. We must then create a plan that the citizens 
believe will work, to ensure their cooperation. Several major mile- 
stones must be completed to successfully evacuate 1.3 million peo- 
ple from southeast Louisiana: 

1. A coordinated regional plan for self-evacuation 

2. A City-assisted evacuation plan to move 25,000 citizens with- 
out personal transportation 

3. A sheltering plan that supports both types of evacuation plans 

4. A public education plan that convinces all citizens that it is 
in their best interest to work with public government and plan to 
evacuate. 

To accomplish these very difficult goals requires close coordina- 
tion of planning at every level of government that utilizes all avail- 
able resources to the maximum capability. I n the aftermath of hur- 
ricane Katrina, we were criticized for not using rail transportation. 

I tell you, as I did both the House and Senate investigative com- 
mittees, that the non-use was not the result of not attempting to 
plan for this utilization. The problem remained that we were a 
local agency with no capability to coordinate a memorandum of un- 
derstanding with federally subsidized Amtrak. 

During the past two years, I have continued to work closely with 
my state and federal partners to ensure that we could and will uti- 
lize rail transportation to move a major portion of our most fragile, 
elderly and young citizens. During the past two years, hundreds of 
planning hours have been dedicate to this effort and we have been 
able to successfully obtain dedicated rail resources for 2006 and 
2007. These two plans were completely different and we are getting 
ready to start the process from scratch for a third time. This is a 
very difficult process that should not have to be repeated every 
year. 

The question that keeps reoccurring to me is "Where is the Na- 
tional Rail Transportation Plan?" A national rail plan should be de- 
veloped on a regional basis to enable all urban areas to take advan- 
tage of railroads in evacuation planning. Leaving rail on the side- 
line, or with only limited capability, and moving large numbers of 
citizens by commercial and military air appears to be a large waste 
of taxpayers' money. Federal contracting of commercial buses to be 
placed on call and moved into an evacuation area prior to a storm 
is problematic due to traffic and availability. T rains are mobile and 
plans can be developed to move resources to any area requiring as- 
sistance. Trains are unaffected by vehicle traffic congestion. Trains 
are the fastest and most comfortable mode of transportation to 
move elderly and those with minor medical problems. Moving large 
numbers of people by train makes operational and fiscal sense. 

Predesignated shelters supported by rail transportation moving 
over unrestricted passenger and freight lines is a safe and afford- 
able and dependable means of evacuation. It is unrealistic to expect 
southeast Louisiana to successfully evacuate 1.3 million people in 
a limited 48 hour window without extensive use of rail capability. 
To accomplish this task, emergency rail assets must be made avail- 
able to all local urban areas. To do this, we need a national frame- 
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work to help make this happen. Those of us at the local level look 
to your assistance in helping us on this mission. 

Thank you very much for your support in examining the in- 
creased capability of railroad evacuation operations. I will be happy 
to take any of your questions. 

Ms. Brown. Thank you and thanks to the panel. 

When the Mayor was speaking, there was a feeling that we 
wanted to give him a clap, and all of the participants, so this is 
a time that you can do that 

[Applause.] 

Ms. Brown, —before we start asking the hard questions. 

First of all, Mr. Cannon, in your testimony, it seemed to me that 
you had some questions about whether or not the disabled or the 
infirm could benefit from the train participation as opposed to cars 
or buses. Now we all know what happened with those cars and 
buses and all the congestion. 

Recently I traveled to Europe, I flew from Washington to Brus- 
sels, I got on a train and went from Brussels to downtown Paris, 
200 miles, one hour and 15 minutes. I mean, you know, during the 
1950s we invented the highway system. It is now time for us to 
move forward with a functional rail system, one that can move peo- 
ple, goods and services. One of the things, in Europe, in many 
areas, they do not let the trucks go through the community or they 
piggyback, they put the truck on the trains and move them out. 

So can you respond to that, your feelings about— I guess my 
question is what is your concern about moving the disabled on the 
trains? 

Mr. Cannon. It is the present configurations of the trains. The 
people that are in the intermodal plan for evacuation are the elder- 
ly who are ambulatory, who can move on their own. There is a very 
small wheelchair capacity on the existing rail cars, so we could 
take some wheelchair patients and some patients who use oxygen 
but who carry it with them and take it with them. But stretcher- 
bound patients, people in need of respirators and those types of pa- 
tients cannot travel on the train. 

So the plan for the city and the state includes another portion 
where they will be transported in a different manner and not by 
bus, but by air. Now they will have to be moved by ambulances to 
the transportation center and then they'll be triaged and then ap- 
propriately moved out utilizing air resources. 

But it is just the configuration of the rail car. It is not that if 
it was properly configured you could not— and you had the right 
crews of medical support— you could use them. That is not the 
issue, it is that you cannot use them as they are presently de- 
signed. 

Ms. Brown. Mayor. 

Mayor Nagin. As far as? 

Ms. Brown. Did you want to respond to that? 

Mayor Nagin. I think Colonel Ebbert has studied this on a pretty 
detailed level. 

Ms. Brown. Colonel. 

Colonel Ebbert. We looked, in 2006, in fact went to several man- 
ufacturers who believe they can convert all their rail cars into an 
evacuation car for even stretcher patients for about half a million 



12 


dollars a car. That seems expensive, but when you utilize it across 
the nation as a mobile resource and bounce it against the cost of 
flagging one C-17 military aircraft to move people, it would seem, 
over time, to become a very efficient way to move large numbers 
of non-ambulatory patients. So I agree that we need to configure 
some of these cars properly because currently a passenger is not 
capable. 

The second thing is we as a city are tasked with— one of the only 
cities being tasked by the J ustice Department to ensure that our 
evacuation plans are in accordance with the Americans with Dis- 
abilities Act, which causes us problems when we utilize trains that 
are not capable of meeting those standards and also buses that do 
not meet those standards. 

Ms. Brown. Well, we all— everybody in this room has to feel very 
strongly that we have to have a plan for the elderly and the dis- 
abled. We cannot let what happened happen again, never, on our 
watch. And so we need to move forward with planning and imple- 
mentation. 

And with that, Mr. Cannon, if done appropriately, do you believe 
intercity passenger rail can help or hinder evacuation efforts? 

Mr. Cannon. No, I actually think it is a great help to evacuation 
efforts. And as you heard Colonel Ebbert say, we are beginning the 
process now with the renegotiation for 2008, and what we are look- 
ing at is the entire Gulf region and adding in those other metro 
areas and not just New Orleans. So we are taking the lessons 
learned the last two years, 2006 and 2007. 

And transportation evacuation, I will just comment, is only one 
of those lessons learned that we are taking from here. But it is al- 
most like getting a use of the taxpayers' dollars twice. Because 
things that we have invested in heavily in Louisiana can now be 
transferred from Texas to Florida without any difficulty. And I can 
give you a very clear example of that. 

During hurricane Dean, the Category 5 that was approaching 
Texas, there was a need for air evacuation that had not been 
preplanned. There was a very short time. It was to move 25,000 
people, the request came in on Saturday to be able to move them 
on Monday. How would we do that? Well, we took the transpor- 
tation planning unit from Louisiana and the Baton Route warm 
cell and we transferred it over to Texas and we were able to use 
the planning structure and the template and the model that had 
been developed here and transferred it over there. 

And so when I talk about the use of the investment of taxpayers' 
dollars and the transferability of models, much has come from the 
last two years of the work here. While some people may be critical 
of the fact that we put so much into this state, it is not just this 
state. It is a benefit across the Gulf coast and eventually the rest 
of the country. 

So yes, very plainly, I support and we support the idea of rail in 
the urban areas. 

Mayor Nagin. Madam Chair, if I could make one point. 

Ms. Brown. Yes, Mr. Mayor. 

Mayor Nagin. Make sure that what Colonel Ebbert was pointing 
out was that it seems as though— and we do not mind being kind 
of the test case for a lot of this and we hope that it can be shared 
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with the rest of the country. But one of our frustrations is that it 
is an annual negotiating event. We have had enough learning to go 
on and it would be great if it could be a multi-year commitment 
so that we in the City of New Orleans, J acksonville, any of the 
other coastal cities, would know that this service is available to 
them and they would not have to be scrambling around. I mean 
this if February, our hurricane season starts in J une and we are 
still not certain about what we are going to have going forward. 

Ms. Brown. Well, Mr. Cannon, would you believe that— well, for 
the past few years, I have been struggling because the administra- 
tion's budget has come in zero funding for Amtrak, and this year 
it is an improvement, it is $900 million, but at $900 million, it 
would actually close the system down. Comment. 

Mr. Cannon. Madam, I really cannot comment on the budget. I 
can comment on two points. Our goal is to have this contract in 
place before] une 1, although it will be again different than it was 
in 2007 and 2006 because of the expansion into the Gulf. 

Secondly, if in fact there was a national plan where rail evacu- 
ation was part of the national railroad operation, that would cer- 
tainly make this task a lot easier. 

Ms. Brown. I 'm going to go to Mr. J efferson and then I have ad- 
ditional questions. Mr. J efferson. 

Mr. J EFFERSON. Thank you. Madam Chair. 

What prevents a national plan being put into place, Mr. Cannon, 
in your judgment? What is limiting this effort? 

Mr. Cannon. I really can't speak for Amtrak. I can tell you that 
the way FEMA works is that we coordinate the resources of the 
federal government through something we call inter-agency plan- 
ning. And we see what each piece brings to the table, which is why 
we use the military, Northcom and Transcom, to do the air piece. 
And we have dealt with Amtrak on this very specific piece, but 
there needs to be a larger mission, if in fact we are going to talk 
about a national rail program. And that comes from the national 
rail program. 

Mr. J EFFERSON. Well, does there need to be some new authority 
in law to accomplish this, or just cooperation between the various 
parties? 

Mr. Cannon. No, I think, as with many things, there needs to 
be a funding source and a new authority with the required mission. 
There are many things we could do if we had the resources to do 
it. 

Mr. j EFFERSON. When I say new authority, I mean new laws to 
be put in place. Is that what you mean, the same thing? 

Mr. Cannon. I understand; yes, sir. 

Mr. j EFFERSON. Okay, so what would these new laws entail? 

Mr. Cannon. I was speaking specifically about the Federal Rail- 
road Administration and what they see as their areas of responsi- 
bility. If Congress makes evacuation planning and utilization part 
of their responsibility, they will bring that to the table. But right 
now, that is not part, so they are doing the best they can with the 
resources they have. 

Mr. j EFFERSON. So wlthout that, you are limited to this one year 
plan the Mayor talks about and Mr. Ebbert complains about, that 
cities have to go through, and I guess states too, year by year? 
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Mr. Cannon. What it means is that each one— well, yes, in the 
sense that each area has to be planned individually for the re- 
sources that are available in that area. 

As I said earlier, one of the more difficult parts of rail transpor- 
tation— and I think I heard one of my colleagues mention it here— 
is the use of both passenger lines and freight lines. All those lines 
are owned by separate and distinct railroads and so there have to 
be agreements in place that we run down locally in the planning 
process to make that happen. If there was in fact a national pro- 
gram that made that happen, it would make our work a lot easier. 

Mr. J EFFERSON. Now let me ask you, if we were just trying to 
judge where we are now compared to where we were before 2005, 
would you say we are better off now with respect to the capacity 
to use rail to evacuate people out of harm's way now than we were 
in 2005 before Katrina? 

Mr. Cannon. We are better off in New Orleans and Louisiana be- 
cause we have done the very special particular work that is nec- 
essary for this area and this region. I could not say the same thing 
for another Gulf Coast community, but our plan— we are changing 
our whole planning focus from now New Orleans centric to Gulf 
Coast centric. So yes, it is better here than it was pre-2005. 

Mr. j EFFERSON. H ow much better? 

Mr. Cannon. Much better, much better. 

Mr. j EFFERSON. Ouantify that for me. 

Mr. Cannon. The plan is in place to evacuate 6000 people by rail 
that did not exist prior to that. So it has come a long, long way 
since then. 

Mr. j EFFERSON. And that is a plan we can rely on right now 
today. 

Mr. Cannon. I believe that is a very solid plan. 

Mr. j EFFERSON. Do you feel the same way. Colonel? 

Colonel Ebbert. I feel that we have come a very long way. Con- 
gressman. I want to reiterate though I believe you need a national 
framework. Because of the complexities of the planning process, the 
ones that were just addressed, the use of freight rail to push Am- 
trak over, without that capability, it limits the options of sheltering 
and where you can move trains to and locations. We need some na- 
tional model that when there is an emergency declaration, that 
somebody somewhere has laid out, that allows Amtrak to utilize 
those lines that are most efficient and most effective for each local 
community. 

The second thing is that we need it on a national level because 
it does not make sense to spend $700,000 to park trains in New 
Orleans when there are no trains in Mobile, there are no trains in 
Pensacola, Corpus Christ! or anywhere else. This is a mobile capa- 
bility. So if we look at it as a national resource, the valuation of 
this comes down significantly and the cost, spread over the nation, 
becomes much more easily acceptable. 

Ms. Brown. I think what we will do is I think there are people 
here from the freight rail, we will pose that to them, because even 
though it is not a written agreement, I think it is an informal 
agreement in case of an emergency, the freight will yield to the 
passenger rail to move people out of the area. But we will get that 
on record. Is that not the case, Mr. Cannon? 
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Mr. Cannon. I am not aware, ma'am, of that. 

Mr. J EFFERSON. Madam Chair, one last thing, if I might, just to 
ask Mr. Santos and to ask the entire panel, as we do, given the 
answer Mr. Cannon has given about the ne^ for a national— for 
new authority on the national level, does anyone have a suggestion 
to the Committee as to what specific authority ought to be granted 
in this area that this Committee could go back and perhaps work 
to get this specific thing done so that— it appears to be central to 
what we are talking about here. 

So have you thought, Mr. Santos, about what the specific lan- 
guage ought to be and what specific authority is needed to get this 
whole issue of planning work^ out, so that we can have a reason- 
able plan that lasts more than one year, and all the rest? 

Colonel Santos. Congressman, I believe after reviewing the 
brand new national response framework that came out I believe on 
J anuary 22, that describes how our nation is organized and the 
roles and responsibilities at the state, the local and federal level, 
that this responsibility should perhaps rest with FEMA as the enti- 
ty that the local and state emergency management across all of the 
United States, all the states, look to for assistance. 

You have got to keep in mind, all emergencies are local. So what 
happens here in Orleans Parish and all the parishes in Louisiana, 
we work very closely at the state to help them to see where the 
gaps are, to see what their needs are. And once we find those, then 
we at the state level work very hard to try and fill those resources. 
When we reach a point where it exceeds even the state's capability, 
that is where we look to our FEMA partners to come in, who has 
the resources across all of the federal partners and entities, to 
bring in those resources that we need. We see rail as one of those 
assets that should fall under where they can help control, help de- 
sign and put into place a plan that could be used from coast to 
coast. 

So as far as the verbiage goes, you know, the verbiage in our 
mind I believe would be one that they have the authority to work 
with Amtrak and all the different entities of rail out there, to bring 
them under in a time of emergency, so that we can have a unified, 
collaborative plan that will work wherever it is needed. 

Mr. J EFFERSON. Thank you. Madam Chair. 

Ms. Brown. Mr. Mayor, in your testimony, you stated that 3.6 
million people visited New Orleans in the first six months of 2007, 
nearly the same amount of people visited in 2006. Do you believe 
that intercity passenger rail service is an important resource to 
continue to bring people to New Orleans? Why or why not? 

Mayor Nagin. I think it is very important. Madam Chair, for a 
couple of reasons. We are still building our transportation systems 
in and out of this city. The airport, even though it is doing very 
well, is still only at— you know, if you look at cities, it is 88 per- 
cent, but if you look at passengers, about 70-something percent of 
what it was pre-Katrina. 

We just had these huge football games in the city and we had 
passengers or tourists that were trying to get into this city, wheth- 
er they were driving, rail, flying, what-have-you. And intercity rail 
would definitely enhance our ability to get back up to those record 
years that we had in 2004, absolute y. 



16 


Ms. Brown. I just want you to know that I just had my family 
here this weekend and we were coming from j acksonville. We 
checked j acksonville, Orlando on the airlines and the tickets was 
running six, seven and eight hundred dollars. 

Mayor Nagin. Yes. 

Ms. Brown. So I mean it is just ludicrous. That is one of the rea- 
sons why more people cannot get in here, because they cannot af- 
ford it. And we ne^ an alternative other than driving, you know, 
ten hours. We are thinking green and we are thinking economic de- 
velopment, we have got to think how we can move people. 

You mentioned in your testimony that you are seeking $80 mil- 
lion for rail fortification and startup costs for a commuter rail line 
from New Orleans UPT to Baton Rouge. Who is contributing to this 
project and how much and who would provide the service? 

Mayor Nagin. This is a project that the state has been working 
on for a couple of years. We have been working with the state. 
They have done the analysis and I think it is over a two to three 
year period that this type of investment will be needed. So the 
matching funds would be brought forward by the state. It is a coop- 
erative endeavor with Amtrak, Amtrak is also working with us on 
this, where they would have some dedicated trains that would go 
back and forth between these two cities. 

But it would also put us in a position where our citizens would 
be more attuned to rail service and they would use it on almost a 
day-to-day basis. So then when we ne^ed it for evacuation pur- 
poses, we could just expand the number of units that are moving 
between those two rails and besides Memphis, have Baton Rouge 
as another evacuation destination city. 

Ms. Brown. In regard to rail, how can you work with other local 
and state governments to assure that they will be ready to care for 
citizens of New Orleans in case of evacuation by rail? 

Mayor Nagin. Well, it is a cooperative effort between the city 
and the state where we are— and the federal government for that 
matter. We are talking to various cities assessing their capacity for 
taking our citizens. 

Going forward, we do not think we will have as many citizens 
that will need to utilize rail, but there still will be— I think. Colo- 
nel, we are talking what, 25,000? 

Colonel Ebbert. Twenty-five thousand. 

Mayor Nagin. Twenty-five thousand people that are still depend- 
ent upon public transportation and would need that type of trans- 
portation. 

There are cities out there that are willing to work with us, they 
just want to know that whatever costs that they incur during these 
emergencies, that they will be reimbursed. And I think we are get- 
ting closer to those agreements. 

Ms. Brown. Mr. j efferson. 

Mr. j EFFERSON. One of the issues during the evacuation was 
after the initial— after the storm passed, this is after the storm 
passed, there were many people who wanted to help in the city, 
many first responders from other parts of the country. This busi- 
ness of moving people by rail into the city, have you considered— 
is it part of your plan to move first responders from other cities 
here to be of assistance to us after a storm has hit our area? 
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Colonel Ebbert. We have not broached that idea. We are more 
concerned at this point of ensuring that we get our citizens who do 
not have the capacity to get out of here 

Mr. J EFFERSON. I am talking about after the storm. 

Colonel Ebbert. Obviously, if we develop that capability, it gives 
us the capacity to move the other way, bringing people in, espe- 
cially supplies and people, both of which are high bulk items that 
could be utilized by rail movement much more efficient in many 
ways than highway, one truck at a time. So it is a capacity that 
once we develop it, it would allow us to deal with after-storm prob- 
lems of resupplying those people and bringing both manpower and 
resources into any area in the United States. 

Mr. J EFFERSON. Mr. Mayor, I know we talked earlier about you 
have plans to utilize some special areas for people who are in high- 
risk situations, who could not move out of the city, whatever. And 
of course, now our plan is hopefully to have as many people move 
out as possible without having these big areas where we con- 
centrate people with expectation that they will be able to weather 
the storm and go back to their homes. 

Mayor Nagin. Yes. 

Mr. J EFFERSON. This is a 25,000 person number you are talking 
about who do not have transportation themselves. That is— how is 
the specific planning done to move people from their homes to here, 
to out of here? How would that be done? 

Colonel Ebbert. What we have done is develop a city-assisted 
evacuation plan. And our plan is based around (1) the utilization 
of our own internal buses to move citizens from 17 pickup locations 
located out of the city, to, and if they are coming in on rail, to this 
facility here to be processed and put on rail. So we plan to use our 
internal capacity with our buses that are very much a part of our 
intercity program. 

We have gone further than that. We have tried to develop a data- 
base of those people who are incapacitated in a home, b^ridden, 
that need assistance to get out of the home to actually get to the 
processing center. So we have worked very hard to get the citizens 
to preregister so we know where those people are, who they are 
and what their needs are. And then we again use our ambulances, 
our buses, our vans, to pick those individuals up, bring them to a 
processing center where they can either get on rail or plane trans- 
portation out of the airport. 

Mr. J EFFERSON. If I might, Mr. Mayor, about recovery, we talked 
a lot about the evacuation before the storm and some things after 
the storm, but now we are down two years, three years 

Mayor Nagin. Right. 

Mr. J EFFERSON. —and the issue is how might this rail system, 
changes in it, intercity rail transportation issues and all the rest, 
resolve in a way that might help our city's recovery now and in the 
longer term. And what role do you see rail playing in that by ex- 
panding the services and the rest that you discussed generally? 

Mayor Nagin. It can play many different roles besides it being 
an evacuation tool and also a tool for people to come back post- 
storm. It would allow an efficient transportation option for our citi- 
zens right now. Madam Chairperson just talked about the airlines 
and what they are doing. The reason why the flights are so high 
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is because every plane that leaves and comes into this city is full 
to capacity just about. I flew a couple of weeks ago and I got the 
last two seats on the plane, it was literally the last two seats, and 
I paid a premium for that. 

So this would provide us with another alternative for people to 
come in and out of the city. Many of our citizens are still living in 
other parts of the country and want to come back to the city to 
work on their property, check on their family members or what- 
have-you. So it would be critical. I have been to Europe also and 
in Europe, it is a critical part of their transportation network. 

I will tell you this though, the infrastructure of the rail lines, we 
have six Class A rail lines that come in and out of this city. We 
are very unique, which is a blessing. But I will tell you that most 
of those rail lines need significant infrastructure work because if 
we are going to have the kind of speeds that we need for passenger 
rail, then we need to fortify those rails. 

And I will make this one other point. Most of the rail lines are 
elevated, so in the event of flooding, they are a transportation me- 
dium that is reliable, even when something floods. I cannot remem- 
ber seeing a picture of a rail line totally under water. Colonel, un- 
less you saw one. 

Colonel Ebbert. No, that is correct, they are elevated and the 
only time that we cannot utilize them is when we actually close the 
gates on the levee system, which we would have to do probably 
eight to ten hours prior to a storm arriving in this area. 

Ms. Brown. Mayor, I have a couple more questions for you, if 
you do not mind. 

Mayor Nagin. Yes. 

Ms. Brown. What was the cost of restoring this Union Passenger 
Terminal following hurricane Katrina? What investments have the 
City made in restoring this building to accommodate Amtrak pas- 
sengers? This is absolutely a beautiful building and I just love the 
multi-modal, you have the bus there, we have the train. I mean 
this is— the goal is to have everything under one roof. 

Mayor Nagin. Yes. I do not recall the cost off the top of my head 
but it was a couple of million dollars that we invested in this facil- 
ity. And we have visions of expanding this. There is a streetcar line 
that stops about two to three blocks away from here. So we hope 
at some point in time to incorporate a streetcar line into this facil- 
ity. And if we have a passenger rail system that is coming in and 
out of the major cities in the state and linking us to other cities 
around the country, then when a passenger comes into this facility, 
they will have the option of taking a taxicab, a streetcar, a bus or 
whatever they need to do to get in and around this great city. And 
we will continue to invest in this. We see this as a transportation 
hub for the future of New Orleans that is embedded with the rail 
system. If the rail system was not here, we would not have this 
central location the way we have it. So it is critical for the future 
of this city. 

Ms. Brown. I think those are all the questions I have for you at 
this moment. 

Mr. Santos, can you describe the agreement that the State of 
Louisiana has with other states to accommodate possible disaster 
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evacuees? What is the difference in the accommodations if the evac- 
uees arrive via bus or rail? 

Colonel Santos. Yes, ma'am. This past year, we had a concerted 
effort, along with our FEMA partners to go out and solicit the co- 
operation and assistance from various states to potentially take 
evacuees from Louisiana. We already talked about Tennessee, how 
they have agreed to accept 6000 evacuees by rail in their state. 
Once they get there, they will be responsible for taking those evac- 
uees by bus to the various shelters they have near that location. 
We have other states, Arkansas, 4000 by bus, some by air. We have 
some states that will take— Alabama, 10,000 by bus, and they want 
a few of the buses to remain so that way there is a transportation 
means to get people around in the event they need to go do some 
things. So we have a number of states that have agreed with us 
to take our citizens, evacuees, by either bus, air or by rail. 

Ms. Brown. Would your like to respond. Colonel? 

Colonel Ebbert. I think we have worked very hard with our 
state partners and with FEMA to identify those locations where 
our citizens could evacuate. My one concern remains is I believe we 
need to work very hard and the state does not have the capability 
at all times to predesignate shelters. But we still need to look re- 
gionally across the United States at predesignation of shelters if for 
nothing more than terrorism, because if we have to evacuate any 
urban area in America when we do it on short notice, those citizens 
need to know where they are headed. They have got a tank of gas, 
$3.00 a gallon fuel, and $20 in their pocket. They have got to know 
where they are going, they have got to see Uncle Sam out there 
with his arms out saying, "If you get to this location, we are going 
to provide safety to you and your family." 

So my fear is more on the short no-notice evacuations in urban 
areas than it is for a hurricane where we can plan and identify 
those shelter areas, depending upon where the storm is coming and 
which direction it is coming. But in a terrorism strike, we n^ to 
have predesignated major regional shelters so our population 
knows where to go ahead of time. 

Ms. Brown. Last question for both of you all. What plans have 
been done to return people to New Orleans following an evacu- 
ation? Flow are those challenges different from getting them out- 
getting them back after the threat is over or the hurricane is over? 

Colonel Ebbert. We plan, and our plan the last two years, has 
been to utilize those resources which we use to move people out, 
to move them back, whether it be either by vehicle or by train. The 
more difficult problem that arises— and I do not believe we have 
had a successful plan— is those people who are medically critically 
ill that we move by air are a much greater problem in returning 
because (1) you have to have the capacity to return them into a fa- 
cility where they can be cared for. So that is a much more complex 
operation that is going to take a lot longer every time you move 
these individuals out of the city. 

Ms. Brown. Mr. Santos. 

Colonel Santos. Yes, ma'am, I echo the same sentiments. What 
Terry describes is those very sick people, you take a chance when 
you move them. There is a possibility they may not make it, but 
we may find ourselves in a situation where we have no choice. Our 
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Department of Health and Hospitals here in Louisiana has done a 
very, very good job in putting together what they call the medical 
institution evacuation plan. And based on the situation or scenario 
that we face ourselves with, we have a plan in place that, using 
our federal partners' resources, DOD, that we are able to fly very, 
very sick people to hospitals out of the state of Louisiana. And yet 
it is a complex plan because they have to know exactly where they 
are going. And so all of that has to be coordinated before that pa- 
tient gets on that plane and leaves Louisiana for that location. 

But you know, when you are dealing with very, very sick people, 
it is very challenging. 

Ms. Brown. Go ahead. 

Colonel Ebbert. Madam Chair, I would like to add one more 
item to that. One of our requests of Congress last year and this 
year has been for the funds to do a cost/benefit analysis of moving 
that population versus developing a capacity to keep them in the 
region where they are safe from the storm, can be cared for prop- 
erly and do not have to be moved. That particular population is 
greatly at risk, the very sick, every time we pick them up and move 
them, by whatever means, and we would like to have a cost/benefit 
analysis done of developing the capacity through dual-use facilities 
or such that maybe it is more economical to work to shelter those 
individuals in place than it is to move them great distances. 

Colonel Santos. And if I may, that is part of the plan. You know, 
our medical professionals will make that decision. There are hos- 
pitals that have hardened themselves, put in generators high up so 
that way, you know, again depending on the situation, a decision 
can be made of whether or not it is prudent to leave those sick peo- 
ple where they are, ride out the storm and then let us see what 
happens. If something does happen, then at that point after the 
storm passes, then obviously make that decision to get these people 
out to a safe location. 

So all of those factors are looked at, you know, when that time 
comes. 

Ms. Brown. Colonel, one last question. In the evacuation fol- 
lowing hurricane Katrina, Amtrak trains were ready to transport 
hundreds of people to safety. However, many logistical reasons pre- 
vented this from happening. Is the Gulf Coast emergency prepara- 
tions impaired in any way that if it does not have access to some- 
thing like Amtrak's Sunset Limited that allows the movement of 
people from a disaster area to safety? I mean, have we resolved 
that problem or— I heard what you said, we need a multi-year 
planning (1); (2) we need to have some kind of agreement with the 
private rail. Is there any other thing that would stand in the way 
from moving these people out of harm's way? 

Colonel Ebbert. I think that (1) to answer your first question. 
Madam Chair, without rail, yes, people will be at risk. We need rail 
transportation for these, what I would entitle the more fragile of 
our population, the elderly or the very young or the ambulatory 
sick. We need rail to move those on. (2) the last two years, we have 
in a partnership with our state and federal authorities worked with 
Amtrak and have not had that problem. My concern as we move 
forward is that I believe we need to develop it on a regional basis 
so it becomes cost effective and that we do not have to start the 
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prcxess every year to develop all these agreements because of the 
amount of time and effort that it takes to develop those. 

Ms. Brown. Okay. Well, with that, any closing statements that 
you all would I ike to make, starting with Mr. Cannon. 

Mr. Cannon. I think that, especially with the last two speakers, 
you get the sense that FEMA's role is to support local emergency 
responders. All disasters in our country start at some local place. 
And it may be years later, but they end at that same local place. 
It is the responsibility of the City of New Orleans and the State 
of Louisiana, to deal with these issues. 

Our job at FEMA is to help them, to support them, but not to 
do their work for them. But to be engaged partners with them. 
When I spoke about legislation, if I go to DOD and say I want to 
give you an assignment to help with this, they have a mission to 
do that. When I goto Flealth and Fluman Services and I say I need 
your support on medical care, they have a mission to do that. 

When I go to someone else that has never had a mission like that 
and now I ask for those resources, it takes much, much longer to 
plan and develop that. 

But again, when we do that at FEMA and when we try to coordi- 
nate that, it is in support of the state and local government who 
have the legal responsibility in this country. This Mayor sitting be- 
side me has the legal responsibility for dealing with this city and 
our job is to make sure he is successful. And that is what we are 
about, supporting the local people in their response. 

Ms. Brown. Mr. Cannon, let me just say that when people were 
looking at the government— and I am part of the government, you 
are part of the government— they did not care whether it was the 
Congress, they did not care whether it was the President, they did 
not care whether it was the Democrats or the Republicans. They 
thought we were inept, incompetent and did not care. 

Mr. Cannon. I recognize that. 

Ms. Brown. Period. Everybody felt so. 

Mr. Cannon. Yes. 

Ms. Brown. And so as we move forward, we need to understand 
that people want the government to work efficiently, effectively and 
they do not care— it is not the blame, I am not pointing any finger 
at you. I am saying when I personally was home watching it on TV, 

I thought our government was missing in action. And I am part of 
the government. 

And so I had to do something. I organized my community, we 
sent 16 tractor-trailers and let me tell you, when th^ were coming 
and there was something about the gas and they said that you do 
not have a certain placard to get gas, they got me on the phone, 
1:00 in the morning. And they let my trucks roll. They do not care, 
people do not care. When there is a problem, they want people to 
move and that is what we have got to figure out, how to make sure 
this government works the way it is supposed to work. 

And you know, FEMA, it was just— I am not saying it was just 
FEMA, I am saying the government failed. And we have just got 
to make sure it does not happen. People around the world was 
looking at us and calling, thinking that the government was a fail- 
ure and they did not say whether it was FEMA, they— I mean they 
just thought that we had a crisis, a meltdown. 
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Mr. Cannon. Madam Chair, let me— I think you misinterpreted 
what I said. 

Ms. Brown. Okay. 

Mr. Cannon. Our role is to make sure that we are out there sup- 
porting them, as you have heard testified here that we have done 
for the last two years, by having things in place before it happens. 
Coming in after the fact is very difficult. I want you both to know 
that FEMA is a very different place than it was in 2005. There is 
absolutely no leadership at FEMA that was here then and everyone 
that has been hired at FEMA, including myself with almost 40 
years of emergency service experience, everyone in the top of 
FEMA has real world emergency service experience now. 

I would also tell you while we have been blessed by having no 
major hurricane hit the United States for the last two years, if you 
will look at tornadoes in Florida that happened last February and 
March— February. Georgia and Alabama where a school was hit 
and a hospital was hit, and Kansas that lost an entire town, the 
first people on the ground after that event with aid were from the 
Federal Emergency Management Agency. We have a new strategy 
today, it is called Leaning Forward. The Stafford Act tied our 
hands for many, many, many years. We will no longer sit still and 
watch people drown because we are worried about who has got the 
authority and the responsibility. And all you have to do is look at 
our performance for the last two years and know that what I say 
to you is true. 

And why we have spent so much time and so much money down 
here in Louisiana is to make sure that that situation that you de- 
scribed never, never happens again. And I can tell you this, that 
the people who died in New Orleans will not have died in vain as 
long as we and people of our ilk are in charge of the Federal Emer- 
gency M anagement Agency. 

Thank you. 

[Applause.] 

Ms. Brown. I want to thank you for that. And I just want you 
to know that the FEMA that I dealt with coming from Florida— 
we had problems, we had hurricanes, we had them in my district— 
I never had the problems that the people in New Orleans experi- 
enced. It was a different FEMA. I am glad that the FEMA that I 
dealt with is back because I never had the problems that the peo- 
ple in this area had with FEMA, because I represent J acksonville, 
Orlando. I mean we had hurricanes, we had fires, but we had the 
support and the boots on the ground from the beginning. And I am 
very glad that FEMA is back with professionals doing their job. 

Mr. Cannon. Madam Chair, just one other connection. I was the 
fire marshal for the state of Florida under Governor Childs. 

Ms. Brown. Oh, all right. 

Mr. Cannon. So we have that neighbor connection there. And 
the FEMA you had to deal with here no longer exists. 

Ms. Brown. Thank you. 

Mr. Cannon. Thank you. 

Mayor Nagin. Madam Chairperson, I want to thank you once 
again for bringing this Committee here. You raised some great 
points. You know, hurricane Katrina kind of caught everybody a 
little off guard, all of us of government were overwhelmed with the 
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disaster. And we were not necessarily coordinated enough to effec- 
tively respond to people. And that is a great lesson learned. Unfor- 
tunately some people had to suffer and die as a result of this. 

But I stand before you fairly confident that we have a good plan- 
ning process in place now. We have better cooperation between the 
federal, state and local governments than we have ever had. And 
I think we are here talking about something very important. And 
that is the rail system and how can that be utilized, not only just 
for day-to-day transportation, you know, methods, but for evacu- 
ation purposes. And I think this is an under-utilized resource that 
this country, if it focuses in on this, can improve it, it can be an 
efficient and cost-effective manner for us to move people normally 
and during a state of emergency. 

So we thank you for focusing this country on this initiative. 
There is a significant amount of investment that needs to happen 
in the rail lines to get them in a posture where we can utilize them 
effectively. And anything we can do from the City of New Orleans 
standpoint, we are more than welcome to participate and help 
lobby. 

Thank you. 

Colonel Santos. Madam Chair, thank you again for asking us to 
be here. 

Like I said in my opening remarks, a lot of lessons have been 
learned from the hurricanes of 2005, especially in this area. 

I will tell you that I will vouch for Mr. Cannon and his remarks 
about the new FEMA, if you will. We for the past two years have 
been working diligently with FEMA up in Baton Rouge and their 
warm cell professionals who have been up there, who have been 
nothing but professional in how they have approached the planning 
and the coordination here in Louisiana. Not only here just in Orle- 
ans Parish or in the southeast, but across our state, all of the at- 
risk parishes. 

Many, many, many hours of planning, coordination have gone 
into these plans. And I get asked all the time, are we ready. Are 
we ready. My answer is yes, we are, but that does not mean we 
are going to stop here. We can get better, we can continue to im- 
prove our plans and we continue to do that every day. As a matter 
of fact, we are meeting with Paul Ison and Admiral Flarvey j ohnson 
on Wednesday, this Wednesday, and briefing them up on where we 
are at. So everyone is engaged. And I cannot say enough about the 
City of New Orleans and the job that the Mayor, Terry, jerry 
Sneed, the Director, have done since the hurricanes. They are plan- 
ning and they are engaged, we talk with them on a r^ular basis 
and that is what it is all about, is working together. This is a team 
effort, the local, state and federal level. And if we keep it like that, 
then yes, we are better, we are ready. 

Thank you, ma'am. 

Ms. Brown. Thank you all for your testimony— oh. I'm sorry. 
Colonel. 

Colonel Ebbert. Thank you very much. Madam Chair. I just 
want to finish with one philosophical item for the nation, and that 
includes those of us at the local level, state level and the federal 
level. This is a great nation with tremendous assets and we divide 
ourselves into two categories of organizations driven by two dif- 
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ferent things. (1) we have mission-driven organizations driven by 
risk management and we have compliance-driven organizations 
driven by risk avoidance. We cannot look to the future of this na- 
tion in catastrophic instances and be held hostage by organizations 
that are compliance-driven and risk avoiders. You cannot avoid 
risk, you can only manage it. And those individuals at federal, 
state and local level have got to be given the leeway to be risk 
managers, not risk avoiders. 

Ms. Brown. Well, first of all, let me thank you all very much for 
your testimony, for answering our questions. We have some addi- 
tional questions in writing that we will submit to you. Thank you 
again very much for your testimony. We heard you and we are 
going to take your recommendations back to Washington. 

I also have a little package for you. They will pass it out. You 
know that we just passed a stimulus package which was temporary 
to stimulate the economy, which you know, I voted for it because 
we were able to include some money in there for senior citizens and 
disabled and veterans. 

But the key is the infrastructure investment. And one of the 
things that we want to do is to invest and we may have another 
stimulus package in the next three months that will include infra- 
structure investments— water, sewer, transit— and it will be those 
projects that are ready to go in 60 to 90 days. We had a group to 
testify before us, four governors, and they said they had projects 
that they could have on the streets in 60 days. So I am going to 
give you that package, I brought it with me and as we move for- 
ward, certainly we are going to make sure that transit is included 
and of course water and sewer, which is, you know, not glamorous 
but you have got to do it to have economic development. And we 
can see now if we do not invest in our infrastructure, some of the 
problems that we have experienced, we will have more of them. 

Thank you very much. We are going to take a five minute break 
before the next panel comes up. Thank you. 

[Applause.] 

[Recess.] 

Ms. Brown. I would like to welcome and introduce our second 
and final panel for this afternoon. Our first witness is Mr. Richard 
Phelps, Vice President for Transportation for Amtrak. Thank you, 

I think there is 30 years of experience, someone told me. 

Mr. Phelps. That is correct, a little over. 

Ms. Brown. Our next witness is Mr. J eff Moller, Executive Di- 
rector of Safety and Operations for the Association of American 
Railroads; the third panelist is Dr. John Bertini. Our fourth wit- 
ness is Wayne Thomas, Vice President of Homeland Security and 
Emergency Management and our final witness today is Karen Par- 
sons, Executive Director of the Southern Rapid Rail Transit Com- 
mission. And I think we met in my office before. 

Ms. Parsons. Yes, we have. 

Ms. Brown. Let me remind the witnesses that under Committee 
rules, oral statements must be limited to five minutes, but the en- 
tire written statement will appear in the record. We will also allow 
the entire panel to testify before questioning the witnesses. 

We are very pleased to have you here today and I recognize Mr. 
Phelps for his testimony. 
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TESTIMONY OF RICHARD PHELPS; VICE PRESIDENT FOR 
TRANSPORTATION, AMTRAK; J EFF MOLLER, EXECUTIVE DI- 
RECTOR, SAFETY AND OPERATIONS, ASSOCIATION OF 
AMERICAN RAILROADS; DR. J OHN BERTINI, J R.; WAYNE 
THOMAS, VICE PRESIDENT FOR HOMELAND SECURITY AND 
EMERGENCY MANAGEMENT, INNOVATIVE EMERGENCY 
MANAGEMENT; AND KAREN PARSONS, EXECUTIVE DIREC- 
TOR, SOUTHERN RAPID RAIL TRANSIT COMMISSION 

Mr. Phelps. GcxxI morning, Madam Chairwoman and Represent- 
ative] efferson, thank you for the opportunity to testify before this 
Committee. My name is Richard Phelps and I am Amtrak's Vice 
President of Transportation. In this capacity, I am responsible for 
the operation of all Amtrak trains, a responsibility that includes 
the operation of the 

Ms. Brown. Sir, can you put the mic just a little closer to you? 
Mr. Phelps, —a responsibility that includes the operation of 
evacuation trains from New Orleans. I would also like to thank 
Mayor Nagin for his city's hospitality and for hosting this field 
hearing. 

As you probably know, Amtrak began operations on May 1, 1971 
and since that first day. New Orleans has been a key stop on our 
system with scheduled service to Washington, D.C., New York, Chi- 
cago, Los Angeles, Atlanta and Memphis. And we have served New 
Orleans continuously ever since then. 

Let me briefly outline Amtrak's plans for disaster relief in the re- 
gion in the event of another hurricane. We have done some signifi- 
cant work with the Federal Emergency Management Agency on 
planning evacuations since Katrina, and Amtrak was under con- 
tract with FEMA for the 2007 hurricane season, which extended 
this year from J une through November. This contract expired on 
November 30, 2007 and we will begin talks with FEMA this month 
about renewing it for the 2008 season. Therefore, any references I 
make to an evacuation plan refer to the plan we put together for 
the 2007 season. 

Evacuation plans are very complex and the logistics of railroad 
transport are not the only consideration. We move the evacuees, 
but we must bring them to points where FEMA can arrange for 
shelter and feeding and we can really only advise FEMA about the 
feasibility of rail evacuation to those points. One advantage of rail- 
roads is our ability to move large numbers of people at once, but 
it is important to remember that we can only move them on fixed 
lines. We need to keep this in mind as I discuss the logistics of an 
evacuation to Memphis, which was the destination we envisioned 
in our joint planning with FEMA in 2007. 

It think it is important to start by setting out the conditions that 
are necessarily going to govern any evacuation effort. Because of 
the nature of hurricanes, we assumed we would have a relatively 
limited amount of time to implement our plan and there are a cou- 
ple of governing assumptions that I should explain before we get 
into the description of the actual plan. 

The first assumption is that Amtrak would receive its evacuation 
instructions from FEMA approximately 72 hours before the hurri- 
cane makes landfall. Of course, FEMA will issue these instructions 
at the request of the State of Louisiana. Landfall time would be de- 
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termined by the National Weather Service. From this assumption 
flows another. And that is the timing of the individual parish levee 
boards' decisions to close the levee gates around New Orleans. In 
2007, we assumed that the board would close the levee gates 12 
hours before the hurricane's announced landfall time. Obviously a 
lot can happen and we understand it is possible the levee gates 
could actually be closed 24 hours before the announced landfall 
time, which would then reduce the amount of time we have to con- 
duct the evacuation from 60 hours to 48 hours. This would then re- 
duce the number of outbound train trips they can make and lower 
the total number of evacuees we could cover. 

All the rail lines out of New Orleans pass through levee gates 
and some pass through multiple gates, so general gate closure will 
effectively seal the rail routes. Any individual closure on a line 
with multiple gates, like the Canadian National line to Memphis 
via J ackson, Mississippi, which passes through three sets of levee 
gates, would close the entire line to trains leaving New Orleans 
Union Terminal. Because this would prevent further rail evacu- 
ation and leave equipment in the path of the oncoming storm, Am- 
trak would remove every piece of rolling stock that could move 
from the city before the storm struck. This would provide us with 
cars that could then have been used to transport evacuees to other 
locations or to bring in additional responders for relief efforts. 
Equipment that was inside the city after the gates closed would be 
moved to high ground to limit water damage. 

The first 24 hour period of our 2007 plan would be spent mobi- 
lizing and deploying personnel and equipment to New Orleans. 
Amtrak has designated members of a rail evacuation team, or RET, 
who would have deployed to New Orleans in that period to orga- 
nize and prepare to receive evacuees. To coordinate with the State's 
evacuation planners, a mobile command center bus would also have 
moved to Baton Rouge to link up with the Louisiana Department 
of Transportation Emergency Operations Center, so it could pro- 
vide 24 hour liaison with Amtrak's Central National Operations 
Center in Wilmington, Delaware. The team would have included 
Amtrak police and emergency preparedness employees who could 
provide 24 hour coverage of the State ESF-1 functions, which en- 
compass emergency transportation and infrastructure operations. 

All revenue service to and from New Orleans would have been 
suspended. Individuals holding tickets on scheduled trains whose 
equipment was diverted to evacuation service would be given pri- 
ority on those trains. Normal service from New Orleans would have 
been canceled to allow equipment to be used in the evacuation. In- 
bound trains would have turned at major intermediate points. 
Equipment currently in New Orleans would be used for evacu- 
ations and we would bring in whatever additional equipment that 
is deemed necessary. On any given day, Amtrak has three trainsets 
in New Orleans for normal operations and they would have been 
pressed into service for evacuation. 

Under our 2007 agreement, evacuation would have begun at New 
Orleans Union Passenger Terminal 24 hours after we received noti- 
fication from FEMA, and several trains would have departed from 
New Orleans for Memphis over the next 36 hours. We planned our 
operations with an understanding that the situation would natu- 
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rally be fluid and I need to emphasize that it depended upon two 
key government decisions— FEMA's notification to Amtrak and the 
Federal Railway Administration's notice to the freight railroads 
that the evacuation had begun and that evacuation trains had pri- 
ority. 

On the handout we have here, you will note that we have high- 
lighted our normal services to and from New Orleans in black and 
potential rail evacuation routes in red. When planning for an evac- 
uation, we want to move people inland and the two lines that phys- 
ically offer the best evacuation routes out of New Orleans are the 
Kansas City Southern line to Baton Route and the Canadian Na- 
tional line to Memphis. We would stay away from the coastal 
routes, since those would be vulnerable to disruption. Our 2007 
planning was focused on an evacuation to Memphis, and I will dis- 
cuss our plans in that regard. Once I have done so, I will come 
back to the issue of routes and destinations to offer some closing 
comments. 

The evacuation to Memphis would have begun when the first 
train departed New Orleans 24 hours after we received the FEMA 
alert. This would have been an eight hour trip over Canadian Na- 
tional rails, and it would be the first of four trips to Memphis, 
which could collectively evacuate a total of about 5800 people. Am- 
trak's employees in New Orleans would have secured the station 
and departed on the last trains out of the city, bringing any unused 
emergency food and water supplies out with them. We would also 
have moved all of the defective and unserviceable equipment that 
could roll just after the last train departed. This would have re- 
quired a waiver from the Federal Railway Administration. 

To support our planned evacuation, Amtrak stocked a total of 
18,000 emergency snack pack meals and 72,000 bottles of water at 
our commissary facility here in New Orleans Union Terminal to 
feed evacuees. We also created go kits for every participating engi- 
neer and conductor that included such vital items as operating 
rules books for the railroads on which we will be operating, port- 
able radios, satellite phones, gloves, safety glasses, batteries, lan- 
terns and switch keys. 

Ms. Brown. Mr. Phelps. 

Mr. Phelps. Yes? 

Ms. Brown. You have gone over the five minutes. Can you close 
or make your last point and then maybe we can get some addi- 
tional information out during the questioning period. 

Mr. Phelps. Sure. I just would like to close by saying that we 
really worked as a team with both FEMA and the FRA because we 
need both of those as partners in trying to coordinate a plan that 
allows us to evacuate and to have priority over the freight rail- 
roads. 

The most optimal route for us is the route up to Memphis, only 
because that is the route that we currently operate on, our crews 
are qualified over there and we can operate at timetable speeds. 
And the route to Baton Rouge is not conducive to the type of speeds 
that we need right now because it's basically a freight train route 
and we do not operate passenger service over there, although some 
day we would like to. 
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So I just would like to conclude that it is very difficult and com- 
plex to formulate these plans, but we have always been a willing 
partner and we want to continue to serve this emergency function 
for the State of Louisiana and other parts of the country. 

Ms. Brown. Thank you. Mr. Moller. 

Mr. Moller. Thank you, Madam Chairwoman and Congressman 
J efferson. On behalf of the Association of American Railroads, 
thanks for the opportunity to appear before you today. 

The New Orleans Terminal is a key gateway in the nation's rail 
network and it is vital to the national, regional and the local econo- 
mies. Prior to hurricane Katrina, the Louisiana Department of 
Transportation and Development and the R^ional Planning Com- 
mission formed a partnership with the association to study possible 
improvements to the New Orleans rail gateway. 

A feasibility study is almost complete and there are a number of 
improvements that have been identified to enhance the operation 
of a rail network, at the same time creating some potential signifi- 
cant benefits to the community. Included in these are more fluid 
routing for the trains to allow them to get into and out of New Or- 
leans more quickly. And this is of course especially important dur- 
ing the critical hours leading up to a weather event. 

The LADOTD and the Regional Planning Commission are con- 
tinuing their partnership with the railroads and we could be begin- 
ning a formal environmental impact study later this year. 

The U.S. freight railroads move a vast amount of just about 
every type of cargo connecting businesses with each other across 
North America, overseas and elsewhere on a rail network spanning 
more than 140,000 route miles. The industry accounts for about 40 
percent of the U.S. freight ton miles. That is more than any other 
mode, and it does so at about 10 percent of the freight revenue be- 
cause of our inherent efficiencies. 

Since 1980, the industry has invested about $420 billion, that is 
more than 40 cents out of each revenue dollar, on infrastructure 
and equipment, creating the world's finest freight rail network. 
This provides significant public benefits, including lower pollution, 
energy consumption, reduced highway gridlock, enhanced mobility, 
safety and security. 

States and localities can realize even more of these benefits 
through the greater use of public-private partnerships such as the 
one being envisioned here in the New Orleans gateway. These part- 
nerships are based on the principle that private entities should pay 
for private benefits and that the public entities should pay for 
those that benefit the public. Rail traffic is expected to double by 
2035 and so these partnerships are going to become even more im- 
portant as we go forward. 

A recent study by Cambridge Systematics found about $135 bil- 
lion should be invested in the network to expand the infrastructure 
just to keep up with that demand. The industry figures that we can 
generate probably about $96 billion of this, which leaves a $39 bil- 
lion shortfall, which is about $1.4 billion a year. This needs to come 
from somewhere and it can be funded partially through private- 
public partnerships, perhaps investment tax credits or other 
sources. 
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Public officials around the country have recognized the value of 
public-private partnerships and have worked together with the 
freight roads on a win-win basis. Four of them are describe in my 
written testimony, but just to summarize here, there is the Ala- 
meda Corridor, which serves LA-Long Beach; the Chicago Regional 
Environmental and Transportation Efficiency Program or Chicago 
CREATE; the Heartland Corridor, which is a route from Newport 
News-Norfolk up to Ohio and up into Chicago; and the Reno 
trench. All of these represent significant public benefits. 

AASHTO, the American Association of State Highway and 
Transportation Officials, supports public-private partnerships. In a 
J anuary 2003 report, they noted, "Relatively small public invest- 
ment in the nation's freight railroads can be leveraged into rel- 
atively large benefits for the nation's highway infrastructure, high- 
way users and freight shippers." 

With existing rail capacity limited, expanding rail passenger 
service also will need public-private partnerships. Freight railroads 
are already successful partners with passenger railroads all across 
the country. More than 95 percent of Amtrak's route mileage is 
owned by the freight railroads and hundreds of millions of com- 
muter trips each year occur on commuter rail systems that operate 
at least partially over tracks or rights-of-way owned by the freight 
railroads. 

However, if passenger railroad operations impaired freight oper- 
ations and forced freight onto the highways, highway gridlock could 
get worse, fuel consumption, pollution, greenhouse gas emissions, 
et cetera, could rise and our mobility would deteriorate; outcomes 
that of course are completely contrary to the goals of expanding 
passenger operations. 

Freight railroads want passenger railroading to succeed and pas- 
senger rail progress though must be complementary to and not con- 
flict with rail freight development. This means we are going to 
have to work together. 

In the years ahead, a rapid increase in our nation's traffic will 
stretch ur already constrained transportation infrastructure, in- 
cluding railroads. 

Enhanced freight rail transportation needs to be part of that so- 
lution. The freight industry looks forward to working with this 
Committee and others in Congress and other appropriate parties to 
help ensure that the rail freight network remains the best in the 
world and continues to meet our transportation needs. 

Thanks very much. 

Ms. Brown. Thank you. 

Dr. Bertini. Thank you. Congresswoman Brown, Congressman 
J efferson; thank you for your invitation to appear before your Sub- 
committee. I amj ohn Bertini. I serve on several boards of directors 
of passenger rail groups and as a member of several regional plan- 
ning groups. I am a practicing physician. 

On Thursday morning, September 22, 2005, I received an early 
morning call from J oy Smith, an official with Amtrak, asking if I 
would organize and assist in the loading of trains departing from 
Houston's Amtrak station taking evacuees out of hurricane Rita's 
projected path. Amtrak had dispatched a four passenger car, one 
dining car train to Houston to evacuate people who had fled hurri- 
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cane Katrina less than a month before and were still sheltered in 
Houston. I provisioned the train with food and water, loaded sev- 
eral hundred people in 20 minutes and sent them on their way to 
a rapid trip to San Antonio where they received care and shelter. 

J ust after the Amtrak train departed to the west, a Burlington 
Northern Santa Fe and Trinity Rail Express commuter double 
decked train arrived to take another several hundred people, many 
with disability and infirmity, rapidly to Dallas with an inter- 
mediate stop for a meal. These people, their belongings, medical 
equipment and supplies, were rapidly boarded with order and calm. 

I know firsthand the power and problems of passenger rail evac- 
uation. The potential far outweighs the impediments obstructing 
the development of a feasible rail passenger disaster evacuation 
plan for our Gulf Coast and for the nation in response to either a 
natural or manmade disaster. 

The major problems are a lack of a comprehensive plan involving 
Homeland Security, Amtrak, the Class 1 railroads, state and local 
officials. Such a plan would need to provide the equipment, logis- 
tics of rapid response, the mustering of selected evacuees and the 
care of these people as they travel to their destination point, then 
with a provision for their return. There are practical problems of 
freight traffic volume, lack of railcars, care of the elderly and the 
infirm, rail infrastructure limitations and staff training that would 
all yield to a coordinated planning and practice exercising. 

The potential of passenger rail to move many of those residing 
within institutions such as health care facilities or who have re- 
stricted mobility either because of age or disability, or those who 
lack access to private transportation, is unmatched by forms of 
transportation crippled on the crowded evacuation roads. People 
can be cared for and fed while rapidly fleeing danger under the 
care of a small number of crew. The response-to-resource ratio can 
be quite favorable, provided the evacuation plan is well constructed 
by those who understand both railroads and disaster planning. 

Thank you. 

Ms. Brown. Thank you and thank you for your assistance too. 

Mr. Thomas. 

Mr. Thomas. Chairwoman Brown, Congressman Jefferson, I 
want to thank you for this opportunity to be here today and to pro- 
vide this testimony. I have provided written testimony for the 
record and I will provide some brief remarks this morning. 

My name is Wayne Thomas, I am the Vice President of Home- 
land Security for I EM. We are a national emergency management 
and homeland security planning company headquartered in Baton 
Rouge, Louisiana. We have been in business for more than 22 years 
and we started our business with hurricane planning. 

We are currently supporting many states and FEMA across this 
nation, working on what I will describe as historic catastrophic 
planning activities, both in Florida with a major hurricane hitting 
the Miami area and in the central United States on a major earth- 
quake impacting that region. 

We are also supporting FEMA on what I will call evacuee sup- 
port projects. This would be when evacuees arrive at a location, 
how those states are prepared to receive and manage these citizens 
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that are in a very stressful situation— where they go, how they are 
processed, what medical equipment they have and so forth. 

Based on our experience through many years of doing this work 
and our current activities, there are some observations I want to 
share with you this morning. And I think some of the previous 
panel have also conveyed these thoughts. 

The use of rail is a vital component in evacuation. I think we 
would be remiss and somewhat negligent if we did not consider it 
as a component in an evacuation program. That is why it is impor- 
tant that we look at this question in great detail. As this gen- 
tleman has just pointed out, I think we have examples of where it 
has been used effectively already. 

The challenge I think is to incorporate rail into an overall evacu- 
ation program— bringing these citizens to the point where they get 
on the intercity train, they are transported safely and securely to 
an arriving location with food and appropriate medical facilities. 
And when they arrive there, they are treated with the appropriate 
respect by the receiving states and are put in a shelter facility 
where they have appropriate care for however long they need. 

This is a challenging process. I do not think we can misinterpret 
or diminish how challenging this is. It takes intense collaboration, 
many hours and maybe even years of conversation on the planning 
process. We are working now with many states and local jurisdic- 
tions on their planning issues and we are finding that people want 
to help, they are desperately crying out for planning support to get 
these things done. 

There have been comments earlier about the need for a national 
plan, looking at the rail system. I think that is something we need 
to explore in great depth. I do not think we have gone there yet, 
but it is something that we need to look at. 

The final comment I will make is that I hear discussion of this 
and I think sometimes we begin to talk about this as a standard 
logistics challenge and it is not. We are dealing with people. We are 
dealing with people that are in a challenging, stressful, maybe the 
most stressful environment of their life. And they are mid-disaster, 
they want to escape that danger and go to a place where they are 
safe. As a country, our people are our most valuable assets and I 
think we are remiss sometimes in how we talk about this. I want 
to be sure that we do not forget that these are people and we are 
asking people to leave their homes and go to a place they do not 
know, they probably have never been, and stay there until they are 
safe and then they come back to maybe not even having a home. 

Thank you. 

Ms. Parsons. Madam Chairwoman, Congressman j efferson and 
staff, I thank you for having me here today. I am Karen Parsons, 

I am the Executive Director for the Southern Rapid Rail Transit 
Commission and our role is a three-state commission and therefore, 
today what I want to talk about really is the role of hurricane evac- 
uation not just for New Orleans and Louisiana but also for Mis- 
sissippi and Alabama. So we maybe have a unique perspective that 
has not been covered yet. 

I think that we have established so far that there are vast bene- 
fits of having intercity passenger rail for hurricane evacuation and 
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so I will not go into depth on that. And my longer testimony is 
available. 

As we know, the airports are usually the first facilities to cease 
operations when a storm approaches but trains can operate up to 
the last moment, moving people out of harm's way. The use of pas- 
senger rail for evacuation, as does any successful operation, re- 
quires planning and preparation. It takes time to position the 
trains and their crews to the city being evacuated. And as we found 
out during Katrina, once the decision is made to evacuate, there 
may not be sufficient warning time to move Amtrak train equip- 
ment from other parts of the country. 

Having an established intercity passenger rail service provides 
immediately available resources, with a known capacity from which 
to plan and execute the evacuation, including trained crews which 
are not presently available for New Orleans to Baton Rouge or 
from New Orleans east toj acksonville. 

While passenger rail transportation is an important resource for 
evacuation, the greatest contribution of an intercity passenger rail 
system comes in the post-disaster recovery stage. Katrina displaced 
thousands of residents and now, more than two years after the 
storm, many people have still been unable to return home. For the 
last two years, the State of Louisiana has successfully operated the 
Louisiana Swift bus service to provide transportation for displaced 
citizens in communities between Baton Rouge and New Orleans to 
return to their jobs in the greater New Orleans area. And this un- 
precedented success only demonstrates the need and value of hav- 
ing intercity transportation to the recovery of the devastated com- 
munity. 

The Southern Rapid Rail Transit Commission is supporting the 
efforts of the State of Louisiana to establish intercity passenger rail 
service between Baton Rouge and New Orleans to provide reliable, 
economic transportation for people living throughout the corridor. 
The rail service will provide planners with immediately available 
passenger rail equipment and established capabilities from which 
to prepare for the next major storm. But more importantly, it will 
also provide an immediately available transportation system to 
boost the recovery effort. 

A few things I would like to point out is fares for the new service 
will be less expensive than traveling by automobile, the cost of fuel 
to drive between Baton Rouge and New Orleans is approximately 
$12.25, the projected cost of a single ride train ticket between the 
two same points is about $11.00 with discounts for multi ride and 
monthly passes. A taxi from Louis Armstrong International Airport 
to a downtown hotel costs anywhere from $13.00 to $29.00. The 
cost of a train ticket will only be $7.00 from the airport to the 
Union Passenger Terminal. 

New Orleans and the State of Louisiana are planning ahead. We 
know Katrina will not be the last storm to hit the Gulf Coast. Im- 
plementing the intercity passenger rail service within Louisiana 
will provide a ready reserve of equipment and trained personnel. 
It is important to note that this may be possible because the serv- 
ice will reside within Louisiana state boundaries and not as a mul- 
tiple state corridor. The Louisiana State Legislature is able to act 
independently of our other two states within our commission. Mis- 
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sissippi and Alabama, in this effort. And to institute a multi-state 
train requires confronting more difficult problems as detailed 
below. 

After the storm, our service east of New Orleans was discon- 
tinued toj ackson on the Sunset Limited. When it was first started, 
the four states— Mississippi, Louisiana, Alabama, Florida— came 
together and partnered with Amtrak and the CSX to start service. 
There was about $4 million invested in that track, Florida putting 
up the bulk of around $3 million. It was a notable time, it was a 
true success to have that train begin. And today, there is no way 
to evacuate people off of the Gulf Coast without that service. So 
that is of grave concern for the Southern Rapid Rail. There is no 
train service that goes north from Gulfport, Mobile, some of the cit- 
ies along the Gulf Coast, so those people would effectively have to 
evacuate to the east or the west to connect to the Silver Service in 
J acksonville or to, as was suggested, any new service to Baton 
Rouge or the City of New Orleans train to Memphis or the Cres- 
cent to Atlanta. 

Numerous hurdles were overcome to institute the service in 
1993. Congress funded through the Amtrak budget a feasibility 
study. CSX and Amtrak worked together to identify impediments, 
including regulatory and physical obstacles. The states closed haz- 
ardous highway crossings and built stations while Amtrak supplied 
needed cars. All of those things took time and to put the train back 
in order and to restart service, to provide hopeful future hurricane 
evacuation will take the coordination of three states working to- 
gether, which provides a level of difficulty that we have not experi- 
enced before. 

The Southern Rapid Rail Transit Commission has effectively sup- 
ported Congressional funding for all operations of Amtrak for 25 
years, since our inception in 1981. Any intention to notice the Sun- 
set is of great concern, given the citizens of Louisiana, Mississippi, 
Alabama and Florida rely upon Amtrak to be our service provider 
to connect us locally and to the greater United States, both for 
daily service and also for hurricane evacuation. 

The recent philosophy to evacuate long distance service based on 
financial solvency rather than as a national transit service is trou- 
bling. Long distance trains function as most traditional urban tran- 
sit systems, to provide a valuable community service regardless of 
financial profitability. And it is well -documented that long distance 
trains also enhance and feed the existing and developing corridor 
routes. 

We ask that the Sunset Limited route east of New Orleans not 
be officially noticed and that the Amtrak be required to restore 
service between New Orleans and J acksonville in an improved 
form. Such service could be separate from the Sunset Limited oper- 
ating between these two city pairs. This initiative will not only re- 
store an additional route and equipment for rail transportation out 
of greater New Orleans area and the Gulf Coast states in a time 
of emergency evacuation, but will also restore a critical missing 
link in the national network that currently forces anyone wanting 
to travel by rail between New Orleans and J acksonville to use a 
circuitous and lengthy multi-leg trip. One must travel to North 
Carolina and/or Washington, D.C. in order to make the necessary 
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connections to reach Florida. This adds several days of train travel 
time. 

Ms. Brown. Ms. Parsons, Mr. J efferson said that you are over. 
But she is talking about] acksonville. 

[Laughter.] 

Ms. Parsons. I apologize. 

Ms. Brown. I am going to give you an additional minute. 

Ms. Parsons. All right, all right. 

Well, as you can see, I wrote a whole lot and so I 

Ms. Brown. Some of it can come out during questions. ] ust your 
closing. 

Ms. Parsons. Okay. 

To work together in the future to have some sort of service across 
the Gulf Coast will require Louisiana, Mississippi and Alabama to 
fund that route together under the new proposed framework for 
corridor service. To get there is very difficult in that we have three 
state legislatures with three different funding cycles and three dif- 
ferent priorities, particularly after being devastated by hurricane 
Katrina. We would ask help in Congressional legislation that would 
help with marketing and outreach to local elected officials to help 
provide a multi-year funding source for any new corridor service. 
To get all the states to work together takes time. And that type of 
funding is about $2 million per state. It does no good to provide it 
for one year or if any one state drops out, any new service could 
fail. 

We would appreciate any support on New Orleans to Baton 
Rouge, we think that is a very important evacuation route. The 
State of Louisiana, Louisiana Recovery Authority, the City of New 
Orleans are all behind that. We need the same Kind of focused re- 
view east of New Orleans to help remove people out of harm's way 
during time of emergency situations. 

Thank you. 

Ms. Brown. Thank you. Thank you very much. And I have got 
to tell you, I am excited about the possibilities of these states com- 
ing together— Louisiana, Mississippi, Alabama and Florida— and I 
think you are going to have to put in Texas also, as a regional 
transportation area to move people out of harm's way and also it 
would be an economic engine. So it is ]ust where we need to go. 
And I am a 100 percent supporter of Amtrak, I have held it to- 
gether along with all my other colleagues, because there is a lot of 
talk but when we actually have to put them on board, Amtrak has 
a lot of support from the Flouse and the Senate. 

But the question is, you know, for example, how we are going to 
move forward in this region. I would love to see Amtrak— I have 
talked to the board, I have talked to the board members— I would 
like to see them take the lead in providing that service. But I am 
willing to do whatever I have to do to get those services back up. 
If it means somebody else doing it, we will ]ust have to do what 
we have to do, because, you know, when we look at the fact that 
an airline ticket is $700 from ] acksonville to New Orleans, people 
would much rather do the train and you see that there are over 
three million people coming into New Orleans. I mean we are at 
the economic hub. If you look at New Orleans, Mobile,] acksonville, 
Orlando, Miami. I mean it is the future. 
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And I think— for two reasons. One is because it is an economic 
engine and, two, it will be in place to move people out of harm's 
way. So I need you all to think about it as we do the reauthoriza- 
tion of— last year, it was TEALU, five years ago, ISTEA, I do not 
know what it is going to be— who it is going to oe named after, but 
I am looking to have major say-so as far as what we are going to 
do as far as Amtrak, what we are going to do as far as rail com- 
pletely. I mean we have the best freight rail service in the world. 
Everybody comes and takes a look at our rail service and you all 
have done a good job on that. But then we are the caboose when 
it comes to passenger rail, and we do not use cabooses any more. 
That is because we have not put the investment into passenger 
rail. 

Fifty years ago when Eisenhower started out with the system, 
you know, the highway system, that was wonderful. But now we 
are ready for something new, something innovative. We have got 
to think green, we have got to think about reinvesting in our infra- 
structure. And to me, this region should be a major part of the 
start. 

There are several questions. I could start with you, Mr. Moller, 
to ask you about the freight, because that is part— you know, the 
freight has the right of way, and they were discussing what hap- 
pens during an emergency. Is there any kind of agreement. But 
more than that, I guess in the future, future, how do we separate 
those tracks so that we can have dedicated tracks for passenger 
rail. You know, that is the ultimate. And when people— I hear 
some of my colleagues say well, you know, it needs to pay for itself. 
No mode of transportation pays for itself— nothing. It does not pay 
for itself. Nowhere in the world does it pay for itsaf- nowhere. 

So with that, if you want to answer that question, we can start 
with you, sir. 

Mr. Moller. Well, Madam Chairman, you have kind of answered 
it already, but I will add a little bit, if I may. 

Ms. Brown, j ust say it a different way. 

[Laughter.] 

Mr. Moller. No, I meant that in a complimentary sense because 
I am pleased to hear you recognize the freight network. 

We have a history of collaboration in times of emergency and so 
forth. I mean Dr. Bertini talked about the Trinity system that went 
down to help people out in Houston and so forth. You know, we are 
constantly faced with different challenges. We have got a network 
out in Oregon that is out of service because of a gigantic mud slide 
right now. So we are constantly dealing with these kinds of situa- 
tions that require immediate attention and so forth. 

Obviously the ultimate solution definitely for higher speed oper- 
ations is to have a dedicated separate right-of-way where possible. 
And that is the model that is used in Europe. You know, many peo- 
ple like to talk about the one in France, for example. Except in ter- 
minal areas, it has its own dedicate right-of-way and that is the 
only way it can reach those kinds of speeds and still maintain the 
kind of safety they have there. 

I hope that has been responsive to your question. 

Ms. Brown. I will have some follow up question. But you heard 
about my vision, Mr. Phelps? 
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Mr. Phelps. Yes, and I would 

Ms. Brown. I just want to know do you all want to play with 
me or do I have to find somebody else? 

Mr. Phelps. Your words are completely refreshing to us. As a 
person who has worked at Amtrak for over 30 years, I cannot tell 
you the frustration that we feel. We have got some great employ- 
ees, we have got people 

Ms. Brown. Oh, no question. 

Mr. Phelps, —that are ready to deliver the service if we can get 
the resources. But having year-to-year funding and not knowing 
what you are going to have from one year to the next does not 
allow you to plan. And railroads, by their very nature, are very 
capital intensive and we need capital for rolling stock, for loco- 
motives and cars, stations, the track and signal infrastructure. 

Ms. Brown. Bridges. 

Mr. Phelps. Bridges, absolutely. And for that to happen, there 
is going to have to be— we have to have more than 800 or 900 mil- 
lion. I mean that is a shutdown figure for us. And thanks to you 
and other Members of Congress and the Senate, we have been able 
to at least get enough to limp along, but that is just not letting us 
grow. We need to grow. We are capable of delivering a world class 
service if we can just get some decent funding. You know, that is 
our critical problem right now. 

So I would encourage— and I will take your message back to our 
President Mr. Kummant, that you would like to see Amtrak take 
more of a lead in this. But our lead, of course, also has to be done 
jointly with Members of Congress because we have got to have 
some type of funding or at least a dedicated source of funding, as 
Ms. Parsons was talKing about earlier, in order to make this hap- 
pen. But we are ready and willing to walk with you on that. 

Ms. Brown. That is great, I mean that is good. 

Someone else want to respond to that, the vision question, before 
we move on? 

Ms. Parsons. 

Ms. Parsons. I do believe that our country needs that larger vi- 
sion in order to move this forward, for day-to-day service, for all 
the reasons why rail is a wonderful alternative mode of transpor- 
tation and for hurricane evacuation. We are really missing a com- 
prehensive approach to rail in the U.S. and I think that your Sub- 
committee could help turn that around. 

Thank you. 

Ms. Brown. Mr. j efferson. 

Mr. j EFFERSON. Thank you. Madam Chairwoman. 

Mr. Phelps, let me ask you this question. You describe in your 
testimony the essentials that Amtrak will offer in an emergency 
situation, or at least what the last year's plan involved. What 
would you ideally like to see in a contract with FEMA for 2008 that 
would add or be different from what you had in 2007? 

Mr. Phelps. I think basically the plan that we formed with 
FEMA in 2007 was strictly more or less based on the actual capac- 
ity that we had in New Orleans in terms of equipment. I think hav- 
ing a national plan, to me, is a good idea to have a— we need to 
have a more organized, orchestrated approach to emergencies that 
can occur anywhere in the country. And I think a lot of people do 
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not know, but in times of war, Amtrak becomes a part of the De- 
partment of Defense and we move troops— you know, there are lots 
of things that we do that sometimes are not always thought about 
by the general public. But I really do think that we need to have 
more equipment. We are equipment constrained right now and that 
is the only limiting factor that we have in terms of being able to 
evacuate larger numbers of people than we can now. 

Mr. J EFFERSON. The plan was also restricted to Memphis because 
that is where you have passenger service now. But if you could im- 
prove your 2008 plan so you could go to other destinations, that 
would require some cooperation from some of the freight lines? 

Mr. Phelps. That is correct. We would need 

Mr. J EFFERSON. But I feel that would be more useful than just 
going to one destination, is that correct? 

Mr. Phelps. Absolutely. We would like to have multiple destina- 
tions because you need to be able to deploy according to where the 
weather is tracking. I n some cases, we may want to go west toward 
Baton Rouge and in other cases we may want to go north or we 
may want to even go toward Meridian. But we have to have the 
flexibility. 

And I do not think it is really a bad idea for FEMA to have the 
jurisdiction, but I think we really need to have a comprehensive 
plan. And the freight railroads, we really have gotten cooperation 
in times of emergency. I will have to say that both the KCS and 
the Canadian National were very cooperative with us in terms of 
allowing trains to have priority that had evacuation. They are gov- 
erned by problems that they have with crossing gates that might 
get blown down and things that might restrict the speed of the 
train. But they will give the train priority once we are out and run- 
ning. 

Mr. j EFFERSON. Mr. Moller, in connection with that, what special 
dispensations or what special support, if any, is needed to help Am- 
trak do a better job and reach more destinations in case of national 
emergencies? I mean what more can the freight carriers do to make 
this work even better than perhaps it is working now? 

Mr. Moller. Well, Congressman, I guess as you heard, there has 
been pretty good cooperation. I guess I would like to go back to the 
FEMA planning. We heard it in the earlier panel this morning and 
some of us here just now. There are many, many logistical issues 
involved with changing a destination. It is not as if you are on a 
bus and instead of going east on the interstate, we will go west 
today. There are many federal regulations governing licensing of 
the locomotive engineers, for example, about being familiar with 
various territories and so on. You know, I do not want to muck up 
the conversation, but 

Mr. j EFFERSON. I Want you to understand my question is not so 
much directed at can you do more. What would be necessary for 
you to do more? I assume you want to do as much as you can. I 
assume you are cooperating with Amtrak now, as has just been tes- 
tified to. 

Mr. Moller. Uh-huh. 

Mr. j EFFERSON. But If you could, in an ideal world, find a way 
to do more than that, how could that work and keep— just for me 
to know all the things you are talking about— how can we just do 
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more? We want to be able to move as many people as we can as 
fast as we can. So that is why I asked the question. 

Mr. Moller. Well, I guess it gets back to the idea of capacity in 
that case. You know, imagine, if you will, that we have a weather 
situation coming here and obviously we have got passengers who 
want to get out of town. There is obviously freight traffic we want 
to get out of town as well, tank cars or something along those lines, 
and so, you know, in many routes we are single track with sidings 
every so often. And you can imagine trying to move highway vehi- 
cles on a one-way street when you are trying to go the opposite di- 
rection, you know, people ducking out of the way and so on. So I 
think capacity is the issue that comes before me at the moment. 

Mr. Jefferson. Ms. Parsons, you talked about Jacksonville 
which gave you a minute or so more to talk than everybody else 
did. 

Ms. Parsons. Thank you. 

Mr. J EFFERSON. But I Want to ask you about the Sunset Limited 
east of New Orleans, about the potential benefits you see to it, 
about obstacles to its restoration, and what limitations exist to the 
transportation vision you have for the area that require restoring 
the service i n order to real ize that? 

Ms. Parsons. Well, our nation is embarking upon a new rail act 
and within it, it has funding and new criteria to evaluate priorities 
for the nation in terms of where investments will be made across 
the country. And in my testimony, I outline within that rail act a 
couple of places that I think will work against long distance trains, 
particularly the Sunset Limited to the east of New Orleans and po- 
tentially the Sunset west of New Orleans, simply because it was 
one of the poorest performing trains, not because of Amtrak but be- 
cause it was the one transcontinental train that ran across the 
country from west coast to east coast with multiple stops and it 
had accumulated delays associated with it. So once a tram misses 
its time slot, it is not necessarily guaranteed it all the way across 
the country. 

Mr. J EFFERSON. A little more specific with respect to New Orle- 
ans' recovery and the effort being made now to recover, how essen- 
tial is the restoration of the Sunset Limited, that the Mayor talked 
about this morning. 

Ms. Parsons. Well, I think that it has great potential to pro- 
vide— be an evacuation service for all those small cities. There are 
12 cities between New Orleans and J acksonville that are no longer 
served, that have no rail service at all. I think that it has the po- 
tential to remove all of those people. 

We had probably somewhere between 11 and 12 percent of all 
households did not have cars in those cities. New Orleans, by far, 
had the largest number of households without cars. So there is a 
need and it could provide that with early planning to get those peo- 
ple to a train station and move them to New Orleans or J ackson- 
ville for connection to other services. 

Mr. J EFFERSON. Mr. Thomas, in your testimony, you state that 
a rail evacuation plan must address a means of getting the trans- 
portation disadvantaged to a train station for the evacuation. 
Would you describe what you mean by that and what steps you 
think ought to betaken to address this issue? 
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Mr. Thomas. What I was talking about there, sir, is that the 
intercity rail is strictly that piece. You are removing it from this 
station, in this example, to Memphis perhaps. You have to bring 
these passengers from their various locations to this place where 
they can get on the Amtrak train. And that is going to involve 
mass transit. In the environment where you have perhaps people 
with their personally owned vehicles trying to also leave town, it 
is going to be perhaps somewhat chaotic within the city because 
people are trying to move around. So you would have a comprehen- 
sive look at identifying where these people live, what their capabili- 
ties are to move, that you have the capacity to bring them from 
their homes or care facilities where they reside, and bring them to 
this central place where they can be documented and then put on 
the train for transportation. 

So in looking at the use of rail as part of an evacuation program, 
there is an upfront part of this which I think is crucial to make 
it an effective program. 

Mr. J EFFERSON. In a national plan, do you see any role for the 
federal government in that or do you think that is a local issue? 

Mr. Thomas. I think it is both. It is always a local issue but 
there is a role for the federal government here with mass transit, 
absolutely. 

Mr. J EFFERSON. Mr. Bertini, you addressed this issue somewhat 
in your testimony. Could you make a further response to the ques- 
tion? 

Dr. Bertini. Specifically in moving people from their place of res- 
idence to the demarcation point? 

Mr. Jefferson. Talk about moving disadvantaged people to 
make sure they have a way to get out of town. 

Dr. Bertini. Well, that is primarily a local planning function 
that can identify locations where potential identified evacuees can 
be mustered and then brought to the train station and loaded onto 
the rail cars. And that is best left to the local authorities to identify 
those individuals most at risk. 

Mr. J EFFERSON. I Understand that, but with respect to being able 
to support the move from one place to the other. The local authori- 
ties may identify who they are, but putting in a plan that is going 
to work at the end of the day, Mr. Thomas talks about mass tran- 
sit, for us it is RTA buses and that sort of thing. Some other kinds 
of transportation might be available in other places, for us it is 
pretty much strictly reliance on bus transportation or some local 
school bus transportation. 

Dr. Bertini. Well, I speak from a position of disadvantage. I 
have not planned it, I have only done it. And we used buses and 
used the local bus system which was shut down in the case of Rita 
because of the impending storm. Almost all of those are ADA en- 
abled and they were able to move large numbers of people to the 
station very quickly. So we used the regional bus authority. 

Mr. J EFFERSON. The very last thing, in his testimony, Mr. Can- 
non talked about challenges with the use of rail transportation as 
a means of evacuating people. He talked about different railroads 
on the track determining where the trains will go, evacuation law 
enforcement issues, special needs passengers and prepositioning of 
adequate capacity to support the evacuation. Are these challenges 
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that can be overcome to make this a viable solution for us or do 
you think they are challenges that will just be run up against and 
we cannot really do all that much to work our way through them? 

Mr. Phelps. I think they are absolutely challenges that can be 
overcome and in fact in time honed over time to where we have it 
to the point where some things become automatic in a plan. I think 
one of the things that, you know, if we had service to Baton Rouge, 
if we had commuter service, I mean as Mayor Nagin alluded to, the 
more train service you have, the easier it becomes to evacuate, the 
more flexibility, the more choices you have to evacuate people. 

So when you are talking about commuter rail, you are talking 
about trains that are more frequent and they do not go as long a 
distance, but you have the higher frequencies and you have greater 
capacity to move people. So I think going from New Orleans to the 
west. Baton Rouge, and also New Orleans to some place like Gulf- 
port, Biloxi. And perhaps that is the best way to try to incremen- 
tally build the train back to Florida through Pensacola, which I 
know Chairwoman Brown is deeply interested in. 

Mr. J EFFERSON. Anyone want to comment on that issue, over- 
coming the challenges Mr. Cannon talked about? 

Mr. Thomas. Sir, I would like to make a comment if I can. I 
mean I think if we make it a priority, we can do it. It is whether 
we decide as a nation that we want to make this a priority to have 
this available to our citizens. And if we decide to do that, like ev- 
erything else we do in this country, we will do it. 

Mr. J EFFERSON. What does it take to make it a priority? What 
are you saying exactly? 

Mr. Thomas. It has got to come from the federal level that this 
is a mission that this nation will do. And the locals I think will 
adopt that as part of the collaborative process. But I think there 
needs to be leadership at the federal level to make it happen. 

Mr. Jefferson. Thank you, Mr. Thomas. Thank you. Madam 
Chairlady. 

Ms. Brown. Thank you, Mr. J efferson. 

Mr. Bertini, what challenges did you encounter in coordinating 
and loading of the passenger trains out of Houston? What steps did 
you take to ensure that the evacuation would run as smoothly and 
effectively as possible? Do you believe that the federal, state and 
local governments have learned from your experiences and why did 
Amtrak approach you to assist in the loading of trains leaving 
Houston prior to hurricane Rita's arrival? 

Dr. Bertini. Well, the whole plan was extemporaneous and there 
were no federal authorities that I was aware of. My help was called 
because the only people available were the Amtrak station staff 
which was one person and one conductor. So the assistance was 
provided on an extemporaneous basis. 

The problems that arose were relatively minor and overcome on 
site. Some of the individuals arrived with motorized wheelchairs 
which are extremely heavy and had to be loaded, so we gathered 
up volunteers and picked it up. We positioned people in cars based 
on their special n^s. So those with oxygen or wheelchairs went 
into one car where we could get them resources to observe them. 
Those that had other needs were placed in other cars. So a lot of 



41 


the solutions were arrived at extemporaneously like you did with 
the situations that you were encountering. 

I think our experience has been studied and part of the planning 
process that the gentlemen before me and around me took in to 
consideration as they developed their plans. 

Mr. Phelps. Could I make a comment? 

Ms. Brown. Yes. 

Mr. Phelps. Dr. Bertini being approached was no accident. We 
have had a longstanding relationship with Dr. Bertini. He is— 
among his many other duties, he is the chair of the Galveston Rail- 
road Museum. He has long been interested in having an evacuation 
route from Galveston out to Houston and on up north. And so we 
knew that he was rail savvy and that he brings a lot of capabilities 
in terms of rail and railroad knowledge. So he was the natural per- 
son for us to reach out because we did not have enough resources 
in that area. I n some cases very little. We only have one train that 
operates tri-weekly, which is another one of the problems with the 
Sunset, it does not operate daily and that contributes to the oper- 
ating loss that we have on that train that Karen was indicating. 
But it is still well patronized. We have more people that ride that 
train knowing that it is only tri-weekly and they are going to have 
to pick the right day of the week to come back. So I think the spirit 
is there and I think the public, if you build it, they will come. 

Ms. Brown. What is the status of restoring service to the Sunset 
Limited from New Orleans east to Florida and what service do you 
have now and why has Amtrak not restored this service to this 
route? 

And Doctor, I just want to thank you. When I read your testi- 
mony, you are one of those unsung heroes. 

Give him a hand, guys. He did a good job. 

[Applause.] 

Mr. Phelps. Well, as you are well aware, the track for the CSX 
Railroad was really— track, signal, everything had to be rebuilt. 
During that time, we redeployed the Sunset equipment to either 
other routes or we increased the consist size of other trains for ad- 
ditional capacity. When the CSX restored the track, we had looked 
at the financials and the Sunset from New Orleans to Florida, the 
revenue that we were getting— because we have— I know you know 
that we are audited now by the DOT IG and we have to try to use 
the equipment in the places where we get the most return on in- 
vestment and try to get the best benefit. And there were other 
routes that had higher density. I am not saying that it certainly 
is not important and I think that was our only transcontinental 
train and people really liked it. It provided a service, but from a 
fiscal standpoint also we had that issue. 

Ms. Brown. It is very complicated, it is not an easy answer to 
the question and it is not an easy question because part of the 
problem is— let me just give you an example. For three years, my 
colleagues and I have caught the train from Washington to Vir- 
ginia. Well, the freight train has gotten in the way for the past 
three years and this year we were on time and on schedule, but 
you know, it is a problem when they arrive two and three hours 
late. Well, that has been part of the problem with the service, but 
it is coming from another area, the freight gets in the way. But if 
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the train is arriving at 2:00 in the morning, it does not work. I 
mean the service just does not work. You have got to have a time- 
in doing the studies, the key is that it is on time and you can count 
on it but it cannot be in the middle of the night. 

Mr. Phelps. Your point is well taken and that is one of the prob- 
lems with a transcontinental train because while it might hit some 
areas in the right time slot, it is, by its very nature, going to hit 
some other ones that are not. So one of the things probably going 
forward in the future if we looked at restoring service would be to 
have an across-the-platform transfer to another train at a different 
time. It would connect to a train at a different time that would 
make more sense for the people along that route. 

But you know, right at this point, the corporation is still evalu- 
ating and I will certainly take back your comments to Mr. 
Kummant. 

Ms. Brown. Thank you. 

And I guess if he hears from you and from me, how often he 
needs to hear it. 

In your testimony, you used an evacuation plan from New Orle- 
ans to Memphis as the framework to discuss this issue. Has Am- 
trak worked on other communities to develop similar evacuation 
plans? 

Mr. Phelps. Well, I think that working with FEMA, you know, 
we looked at trying to evacuate the Houston area and we felt that 
perhaps some logical routes might be going north to Fort Worth, 
Texas for the Texas area. And then we did do some initial work 
with J ackson and for some reason we had some logistical issues 
and they decided that it would be better to go to Memphis. I cannot 
even remember exactly what those were but anyway, the whole 
point is for us to look at other viable alternatives. 

And the reason the Sunset is not probably the best train is be- 
cause it is along the very coastal routes where the hurricane is 
most likely to hit. So we do not want to just evacuate to an area 
that could possibly be hit. Now if we know it is tracking to the west 
toward Houston, then we could evacuate going toward the east. So 
it is not to say that we should not have the train because you have 
to base it based on where the hurricane is tracking and I think 
that we have enough flexibility to choose more than just those 
areas. 

Ms. Brown. Mr. Moller, freight trains suffered infrastructure 
damage after hurricanes Katrina and Rita. How quickly did the 
railroads, your railroads, get the service restarted? And I know 
that I visited the Mississippi region and you all had a bridge that 
was completely taken out and you had it up and operational within 
days and I guess the community is still waiting and you have to 
go all the way around, it takes about two hours. So you know, it 
is an example of how the private sector got up and operational 
within days and the federal, us, we are still struggling to try to get 
that bridge up and it is causing people in that region to have to— 
we are talking about in the Mississippi area. Can you expound on 
that and tell me I am wrong? 

Mr. Moller. Well, no, I guess we are kind of proud of the per- 
formance of one of the railroads that restored service across Lake 
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Pontchartrain, I think it was 14 days. That bridge was basi- 
cally — 

Ms. Brown. Wiped out. 

Mr. Moller. —the deck was cleaned off. I mean it looked like 
a highway bridge, the track was completely obliterated. And they 
got barges out there, who knows where they got them from so 
quickly, but dragged the track out of the water, set it back on the 
bridge and put it back in service. 

Yeah, the bridge across the Bay St. Louis to the east, of course, 
literally was obliterated. There was nothing left except pilings com- 
ing out of the water. So, you know, there was extensive work re- 
quired and that was one of the main reasons it took so long to get 
service back east of New Orleans. I think it was J anuary, if I re- 
member right, maybe somebody else would know. 

Ms. Brown. But I do not think we are up and operational yet. 

Mr. Moller. Yeah, I understand that some of the highway 
bridges also got horrific damage and some of them are still not 
back in service. 

Ms. Brown. Question. What, if any, contractual agreement or 
general understanding exists between the freight railroads and 
Amtrak in case of evacuation? That came up earlier. Can you an- 
swer that? And does the freight railroad make any special assist- 
ance to Amtrak in case of national emergencies? 

Mr. Moller. I will have to check with my colleagues to give you 
a full answer on that. I frankly do not know. 

Ms. Brown. Okay. 

Mr. Moller. But having seen it in action, I know that obviously 
there is collaborative efforts on both sides 

Ms. Brown. I think it is. 

Mr. Moller. —to keep things going. 

Ms. Brown. See what you can find me in writing. 

Mr. Moller. Will do. 

Ms. Brown. Mr. J efferson, do you have anything else? 

Mr. J EFFERSON. NO. 

Ms. Brown. I have one thing for Ms. Parsons. And I have ques- 
tions for you all in writing so I will get those to you. 

But Ms. Parsons, how would you improve intercity passenger rail 
service to help to mobilize the economy of the residents of Lou- 
isiana? And Mr. Phelps, how would you care to respond to that 
question also. But you first, Ms. Parsons. 

Ms. Parsons. Well, I think investment is needed. It needs to be 
a priority at the federal level and at the state level to get new serv- 
ice up and running. And in order for that to happen, we have to 
provide for the tram speeds that are necessary for passenger rail. 
And that is simply a matter of dollars to get that in place, to re- 
place bridges, close crossings, upgrade track and signals, train the 
crews and provide the equipment that is needed. It is all a matter 
of dollars and cents. 

I think everybody is willing and ready to go, Amtrak, for the 
Louisiana, New Orleans to Baton Rouge piece, has been working 
with the State of Louisiana. They know how much it is going to 
cost for the capital and the operations. It is just a dollar issue. So 
we are there. 

Ms. Brown. Mr. Phelps, you want to comment? 
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Mr. Phelps. Well, I could not agree more. I think that we have 
to recognize that the freight railroads, you know, they are private 
companies and they are going to r^uire investment if we are going 
to put traffic out there that is going to impede their ability to de- 
liver service on time. And we are going to have to invest in addi- 
tional sidings, in some cases double track, but all of that, some- 
times people get sticker shock instead of being visionary and look- 
ing at the return on investment we can get. When we put that kind 
of money that is going to be needed, we can get a return on invest- 
ment, because I do not know about everybody else, but we are tired 
of being viewed as a third world country when it comes to rail. It 
is just like when people go to Europe or J apan, even Taiwan, they 
have systems that people have recognized it is a quality of life 
issue and they have poured a lot of money into it and it is very 
successful and very appealing and people use it. And there is no 
reason why the United States should be anything different. 

Ms. Brown. Yes, sir, those are my closing remarks. 

Mr. Thomas, I do not want you to feel left out. I have one ques- 
tion for you too. 

You stated that a rail evacuation plan must address means of 
getting the transportation disadvantaged to the train station for 
evacuation. We saw that, it was just horrible. Please describe some 
steps that we can address the concerns and a long term public out- 
reach campaign you also said is very important to the individual 
so they understand where to go and what to do. 

Do you want to further respond to that? 

Mr. Thomas. I will briefly. Madam Chair. 

The best laid plans, as they say, may not work if you do not have 
the ability to execute them. And in this case our customer of the 
plans, if you will, is the citizen. And the citizen has to have con- 
fidence that we have built a plan that is going to be effective. And 
part of that process is a public outreach campaign that we educate 
the public on what their role and responsibility is to be part of this 
evacuation. They have to understand and we have to help them un- 
derstand and give them the tools to understand how they play in 
this equation. It is not simply the storm happens or the event hap- 
pens and we tell them to evacuate. This is an ongoing process that 
I think in Florida has been done many, many years. When I lived 
in Florida, I remember having my hurricane kit in the garage 
ready to go if the county notified us we had to leave. I think we 
are talking those levels of understanding at the local level. 

I think the other challenge that we kind of have not talked about 
this morning is with the special populations we talk about, the el- 
derly, the medically challenged that need some assistance. We have 
got the indigents that have no means of transportation that we 
need to support. I think there are other special populations out 
there too and this came up I think during Katrina, with registered 
sex offenders. Flow do you deal with that group that may be part 
of your population that you are evacuating. You do not want to 
compromise the security and safety of other citizens as well. 

So there are some complex issues here that are in the weeds of 
this question, this whole process, but we cannot overlook this detail 
as we put this together. 
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But going back to an earlier question, I mean I think this is just 
a— I may look at things too simply sometimes, but I think if we de- 
cide to do this, we can do it. 

Ms. Brown. I agree with you, I wholeheartedly agree with you. 

And recently, thanks to the help of Mr. J efferson, I passed my 
bill to include children in the planning of evacuation. It is amazing, 
after the hurricanes, we had evacuation plans for animals and pets, 
but we did not include children. And children are special needs and 
they are not mini-adults. And there are certainly things that we 
need to include in the planning. So that has been passed by the 
House and the Senate and signed into law. So that is the plan 
going forward. 

Mr. J efferson, do you have any final statement? 

Mr. J EFFERSON. I would like to thank you for bringing the re- 
sources here to hold this hearing and for your longstanding special 
interest in New Orleans and our recovery and in the issues facing 
our hurricane evacuation. And of course, now with the issues of 
how we get our passenger transportation restored here fully, how 
to have an integrated plan that works for our region, and the com- 
mitment that you have to our people. It has been extraordinary to 
see some Member who really has her own district to worry about 
and all the other things around the country, who spends so much 
time and interest in our area. So I just wanted— if somebody was 
not here when I said it at the beginning, I want to say it again, 
we really do appreciate the support you have given us and the sup- 
port you continue to give us in this region. And we look forward 
to your leadership on issues that come up now for major transpor- 
tation bills, particularly rail transportation issues we are facing 
now. So thank you very much for bringing the Committee here, we 
appreciate it. 

[Applause.] 

Ms. Brown. Thank you, Mr. j efferson. And when they have their 
meetings, I go to the meeting and I say I am your Member at large. 

In closing, I would like to give you all one minute for any addi- 
tional things that you want to say before we discontinue or end the 
meeting. 

Mr. Phelps. I just want to say that Amtrak is ready, willing and 
able to walk in step with New Orleans, the State of Louisiana and 
the whole Gulf Coast region. We really want to be more and more 
of a good corporate citizen. Environmentally, we are probably one 
of the greenest forms of transportation. We offer a great alter- 
native, and I think you have to have all three modes of travel— 
you have to have rail, you have to have airlines and you have to 
have your highways. But you need all three equally at least funded 
reasonably. And I think the growing awareness that I am seeing 
is encouraging because I see more and more Members of Congress 
recognizing that every day and we have had more support in both 
the House and the Senate than I have seen in years. So we look 
forward to the future. 

Ms. Brown. Thank you. 

Mr. Phelps. Thank you. 

Mr. Moller. Thank you. Madam Chairwoman and Representa- 
tive j efferson. 
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I want to thank you again for holding this hearing and letting 
us get some of these thoughts on paper. It sounds like there may 
be a thought of putting together some kind of a planning exercise 
or something, based on some of the comments we have heard today. 
And I guess I would just encourage you as the legislative process 
proceeds to include all of the stakeholders. There are a lot of tech- 
nical issues, as I just touched on a moment ago that can really 
make or break some kind of a plan. All of us want these kinds of 
things to succeed and we do not want to inadvertently overlook 
some critical point. 

Thank you. 

Ms. Brown. Thank you. 

Dr. Bertini. Congresswoman, I would like to add a personal note 
of thanks. 

Very rarely as a physician do we like to be pulled out of our oper- 
ating rooms, as you have done with me today. But I have been tre- 
mendously impressed with your insight in pulling together people 
that really understand this problem, real railroad operators and in- 
dividuals like myself that understand the populations at risk. You 
have helped restore my confidence in government. 

Ms. Brown. Thank you. 

Mr. Thomas. I want to thank you for the opportunity to be here 
and support the Committee in its work and look forward to pro- 
viding continuing support as you go forward. 

Ms. Parsons. Well, thank you so much for holding this today. It 
has really been the first time I have had a forum to speak about 
our poor overlooked Sunset Limited east service and also to bring 
to light the New Orleans to Baton Rouge service. 

As we go forward, whatever you can do to hel p us put together 
a comprehensive approach to rail transport in the U.S. would be 
appreciated, including an investment at a magnitude that really 
makes a difference. I think that is what is missing. Everybody 
here, their hearts are in the right place, including Amtrak, who 
was our service provider for the Gulf Coast, they are our partners 
in crime as we go forward and we just want to make sure that the 
Gulf Coast gets the funding that it needs and deserves to move 
people out of harm's way. 

Thank you. 

Ms. Brown. Thank you. I had indicated that if someone in the 
audience that was not on panel one or panel two wanted to have 
an opportunity to have a one minute, this is your time before we 
adjourn. Is there anyone in the audience now that would like to 
have a word? 

[No response.] 

Ms. Brown. Well, let me just say thank you all for coming out. 
We are going to— the Committee is here from Washington. Tomor- 
row we will go visit the Army Corps and look at where we are as 
far as the Army Corps and what kind of work they have done in 
the area. And we will visit with the VA Hospital, making sure that 
is moving forward like it should. We are very interested in the re- 
gion and doing all we can to make sure that it is everything that 
it once was and what it is going to be in the future. 

Thank you very much. 

[Applause.] 
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[Whereupon, at 1:40 p.m., the Subcommittee was adjourned.] 
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statement of the Honorable Corrine Brown, Chairwoman 
Subcommittee on Railroads, Pipelines, and Hazardous Materials 
Field Hearing on the Role of Intercity Passenger Rail During National Emergencies 

February 11, 2008 

The Subcommittee on Railfoads, Pipelines, and 
Ha2ardous Materials will come to order. 

The Subcommittee is meeting today to hear 
testimony on the Role of Intercity Passenger Rail 
during National Emergencies. 

I want to thank Mayor Ray Nagin and the City of 
New Orleans for hosting today’s hearing. The Mayor 
made it possible for the Subcommittee to hold today’s 
hearing here at the Union Pacific Terminal. This 
station is the major Southern hub for Amtrak and 
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played a crucial role in the recovery efforts from 
Hurricane Katrina. 

Since the tragedies surrounding September 11*, 
emergency management and preparedness has played 
an elevated role in the daily lives of citizens and 
government alike. 

That national emergency and Hurricanes Katrina 
and Rita demonstrated the critical role intercity 
passenger rail holds in emergency response situations. 
Anintermodal transportation system that offers a 
range of options during any emergency situation must 
be an essential part of any emergency plan. 
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Passenger rail offers many benefits during a 
disaster. It can move large numbers of people out of 
harm’s way, it can bring critical supplies to needy 
areas, and it offers an alternative form of 
transportation to combat overly-crowded highways, as 
we witnessed during the evacuation of Houston in 
Hurricane Rita. Passenger rail should be a vital 
component of every region’s emergency plan and the 
federal and state government must commit the 
necessary investments to make this possible. 

While the Federal Emergency Management 
Agency made changes to their response planning 
following Hurricane Katrina and Rita, it is clear there 
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is more we can do to make sure passenger rail is fully 
utiH 2 ed. 

I hope today to hear that progress is being made 
to fully restore the Sunset Limited line. The loss of 
service on the Sunset Limited from New Orleans to 
Pensacola directly impacts the ability of people living 
along the Gulf Coast to respond to emergency 
situations. Further, it has limited the ability of the 
people of Florida to ride Amtrak to visit family and 
friends along the Gulf Coast and New Orleans. This 
is a serious problem and I believe that now, over two 
years since the devastating hurricane season of 2005, 
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we should have more answers about when Sunset 
Limited service will be restored. 

I’d like to welcome today’s panelists and thank 
them for joining us. I look forward to hearing their 
testimony on how passenger rail can better be utilized 
during national emergencies and what Congress and 
the federal government can do to make that possible. 

Before I yield to Mr. Shuster, I ask that Members 
be given 14 days to revise and extend their remarks 
and to permit the submission of additional statements 
and materials by Members and witnesses. 
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Without objection, so ordered. I now yield to Mr. 
Shuster for his opening statement. 
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Statement of Honorable William J. Jefferson 


Before the House Subcommittee on Railroads, Pipelines, and 
Hazardous Materials for Transportation and Infrastructure 


Good morning. 1 am extremely grateful to Chairwoman Brown and the 
members on the Subcommittee on Railroads, Pipelines and Hazardous Materials 
for the time they are giving the matters before the committee today. I would also 
like to welcome you to this great city, my city. New Orleans, Louisiana. 

The Role of Intercity Rail during National Emergencies is obviously of great 
concern not only to the transportation needs of our nation, but also to rebuilding 
our community. 

Hurricane Katrina was the costliest and one of the most deadly disasters in 
United States history. Nearly 1,500 lives were lost, 275,000 properties were 
destroyed. 19,000 businesses were obliterated, implicating thousands upon 
thousands of jobs. This devastation continues to be the burden all of our citizens 
as they work, rebuild and travel to our city. 

One of the many factors contributing to the loss of our people during 
Katrina was insufficient transportation. There was and is not now a 
transportation source in the city that can effectively evacuate a large population. 
Furthermore, nearly 40,000 households in New Orleans pre-Katrina did not have 
access to an automobile. Those that were able to transport themselves and their 
families out of the city were met with gridlock for long hours traveling in all 
directions— to Baton Rouge, to Jackson to Atlanta to Houston. Evacuation was 
costly both in wasted time and trip expenses for citizens, students and tourists in 
the city when the storm hit. 

"Fleeing" to safety at some point is not safe. Some people lost their lives 
during the evacuation. There were fatal car accidents, deaths from heat 
exhaustion and vehicle breakdowns that caused catastrophic results. There 
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obviously needs to be more sufficient evacuation methods in place to make the 
evacuations less dangerous. 

Following the terrible storms of 2005, city and state planners have been 
vigorously searching for a way to evacuate areas more effectively, efficiently and 
safely. Intercity passenger rail service promises at least a partial solution in this 
regard. 

This committee has determined over the years that intercity passenger rail 
has numerous advantages in disaster situations. It has been used effectively to 
evacuate residents, transport first responders, equipment and supplies to aid in 
disaster relief and often responding to people lacking alternative modes of 
transportation. It has even proven useful in helping those with special needs. 

Following 9/11, intercity passenger rail played an important role in 
recovery efforts. Amtrak was able to transport over 1,000 police officers, fire 
fighters and emergency workers to assist in New York City. Furthermore, to help 
evacuation efforts for Flurricane Rita, Trinity Railway Express, worked with Amtrak 
to have their trains redirected to run between Flouston and Dallas, transporting a 
hundreds of people to safety. Finally, another 300 people were taken to safety by 
way of the Sunset line. 

An intercity rail would greatly assist in our recovery here. After the storm, 
the Louisiana Department of Public Transportation with federal government 
assistance provided free intercity bus services for displaced workers living in 
communities along Interstate Ten (1-10). LA Swift, as it is called, provides 
necessary transportation to more than 400 citizens daily to employment in the 
Greater New Orleans area. 

Congestion along the interstates between Baton Rouge and New Orleans 
sine have increased dramatically since the storm of 2005. James Porter and Roger 
Kennedy of the Louisiana Department of Transportation reports traffic along the I- 
10 to and from Baton Rouge to New Orleans has increased 14%. Shaun Mena, a 
New Orleans native, working and living in Baton Rouge states that he would like 
to move back to New Orleans but the commute from his job in Baton Rouge has 
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become unbearable. In addition to the high cost of fuel and the wear and tear on 
his vehicle, the hours each spent on the road makes the trip impractical. 

A possible solution that would help Mr. Mena is a better passenger rail 
system in Louisiana. He and other citizens would benefit from a reliable, low cost 
transportation system, making it possible for him to live in New Orleans and work 
elsewhere. Others not living in the city would have a reliable and affordable 
transportation source to effectively travel to and from the city and other areas in 
the southeastern part of the state. A rail system would operate wholly 
independent of the highway, making congestion less and travel more predictable. 

Furthermore, a passenger rail system could save consumers money. 
Currently, the average cost for a gallon of gas is approximately $3 per gallon. With 
an average car getting fifteen miles per gallon, a trip from Baton Rouge to New 
Orleans would cost about $32. While there are only estimates of the prices per 
person for a rail service, the estimates are no where near as costly at the $32 
round trip. 

Telley Madina in Business Retention and Planning for the City of New 
Orleans, perceives a rail system as a great economic contribution for the city and 
areas along the corridor. "It would definitely bring more money into the city," 

Mr. Madina said. Additionally, he stated that it would bring more business to the 
area, even getting more people out to games celebrating his favorite New Orleans 
Saints and Hornets. 

In summary, having an intercity rail in Southeast Louisiana and even 
expanding the Sunset Line to Florida helps in many areas. It means getting our 
people to safety in the face of terrible storms of the future. It means offering our 
people that do not have the ability to flee to safety a viable option. It means a 
safer commute for those traveling each day. it means a connection to our varied 
communities. It means affordable mass transportation for everyone. It means 
less congestion on our roads and less pollution in our air. It means business 
development and opportunity. It means essential help forour recovery. 
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Testimony of John E. Berttni, Ji., MD, FACS (Chairman Board of Directors, Galveston Island 
Railroad Museum & Terminal) before the Committee on Transportation and Infrastructure's 
Subcommittee on Railroads, Pipelines, and Hazardous Materials regarding ‘The Role of Intercity 
Passenger Rail During National Emergencies” on Monday 11 February 2008 at 10:00 AM in the 
New Orleans Union Passenger Terminal 1001 Loyola Avenue, New Orleans, Louisiana 


Congresswoman Brown, thank you for the invitation to appear before your 
subcommittee. I am John Bertini. On Thursday morning September 22"'* 2005 i 
received an early morning call from Ms. Joy Smith, an official of Amtrak, asking 
if I would organize and assist in the loading of trains departing from Houston's 
Amtrak station taking evacuees out of Hurricane Rita's projected path. Amtrak 
had dispatched a four passenger car and one dining car train to Houston to 
evacuate people who had fled Hurricane Katrina less than a month before and 
were still sheltered in Houston. I provisioned the train with food and water, 
loaded several hundred people in 20 minutes and sent them on their way on a 
rapid trip to San Antonio were they received care and shelter. 


Just after the Amtrak train departed to the west, a Burlington Northern Santa Fe 
and Trinity Rail Express commuter double decked train arrived to take another 
several hundred people, many with disability and infirmity, rapidly to Dallas 
with a intermediate stop for a meal. These people, their belongs, medical 
equipment and supplies, were rapidly boarded with order and calm. 


I know firsthand the power and problems of passenger rail evacuation. The 
potential far out weights the impediments obstructing the development a 
feasible rail passenger disaster evacuation plan for our Gulf Coast and the 
nation in response to either natural or manmade disasters. 


The major problems are a lack of a comprehensive plan involving the Homeland 
Security Agency, Amtrak, the Class 1 railroad companies, state and local 
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officials. Such a plan would need to provide the equipment, logistics of rapid 
response, the mustering of select evacuees and the care of these people as they 
travel to the destination point with provision for their return. There are 
practical problems of freight traffic volume, lack of railcars, care of the elderly 
and infirm, rail infrastructure limitations and staff training that would all yield 
to coordinated planning and practice exercising. 


The potential of the passenger rail to move many of those who are residing 
within institutions such as health care facilities or have restricted mobility either 
because of age or disability or those who lack access to private transportation is 
unmatched by forms of transportation crippled on the crowded evacuation 
roads. People can be cared for and feed while rapidly fleeing danger under the 
care of a small number of crew. The response to resource ratio can be quite 
favorable, provided the evacuation plan is well constructed by those who 
understand both railroads and disaster planning. 


Thank you. 
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Glenn M. Cannon 
Assistant Administrator 
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Before the 

United States House of Representatives 
Transportation and Infrastructure Committee Subcommittee 
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Good Morning Chairwoman Brown and Members of the Subcommittee. Thank you for the 
opportunity to appear today. My name is Glenn Cannon, and I am the Assistant Administrator 
for the Disaster Operations Directorate at the Federal Emergency Management Agency (FEMA), 
a proud part of the Department of Homeland Security (DHS). 

It is my pleasure to discuss with you today future planning for rail transportation to support 
evacuations during disasters and the challenges of using rail for such evacuations. 

FEMA has developed in-depth experience in disaster response. In order to realize Administrator 
Paulison’s vision for a new FEMA and improve our Nation’s all-hazards preparedness, 
protection, response, recovery and mitigation systems and capabilities, we are taking the first 
steps in a multi-year effort that will significantly increase FEMA’s core operational capabilities. 
The cornerstone of this effort is adopting a more leaning forward and collaborative approach to 
disaster response, as well as strengthening our capabilities across the full spectrum of operational 
and support missions. Our ultimate goal is to transform FEMA into the Nation’s preeminent 
emergency management and preparedness organization. 

FEMA learned a number of important lessons following Hurricanes Katrina and Rita. Many of 
these lessons were identified in after action reviews conducted by Congress, the White House, 
and non-govemmental organizations. The lesson learned that has the most bearing on today’s 
conversation is the need to strengthen regional evacuation plaiming and coordination structures 
and capabilities to facilitate future responses. 

In addition, the Post-Katrina Emergency Management Reform Act of 2006 (PKEMRA) 
articulated new expectations for FEMA, established new leadership responsibilities, expanded 
our scope of missions, and called for FEMA to undertake a broad range of activities. Providing 
critical planning and resource support to help our State and local government partners in the Gulf 
Coast region prepare for disasters has been one of our highest priorities for the past two years. 
One of the activities that we have been most intensely engaged in has been in the area of 
evacuation planning. 

BACKGROUND 

Within the Federal government, FEMA has the primary responsibility for leading and 
coordinating preparedness and response efforts. The Robert T. Stafford Disaster Relief and 
Emergency Assistance Act (Stafford Act), authorizes FEMA to provide assistance to States and 
disaster victims in presidentially declared major disasters and emergencies. FEMA’s Disaster 
Operations, Disaster Assistance, and Logistics Management Directorates also provide 
precautionary evacuation and return assistance to at risk populations in accordance with the 
Stafford Act. However, in this effort, FEMA does not, nor can we, act alone. 


RAIL EVACUATION PLANNING EFFORTS IN NEW ORLEANS, LOUISIANA 

Since Hurricanes Katrina and Rita, FEMA has provided substantial assistance to Louisiana, 
Mississippi, and Alabama to support the development of a Gulf Coast Evacuation Plan that also 
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extends to adjacent States that may host Gulf Coast evacuees, so-called “impact” states. This 
effort is designed to coordinate several States’ evacuation plans to create a more cohesive and 
unified effort. To achieve this goal, multi-agency teams engaged with each State to identify 
requirements and capabilities and developed apian that integrates shelter planning with 
transportation planning. The result of these efforts will be a more timely, better organized, and 
better coordinated evacuation by those with their own transportation, as well as for those who 
need assistance in evacuating by bus or air. A Gulf Coast Mass Evacuation Capabilities 
Enhancement Meeting was convened in spring 2007 to validate the Gulf Coast Evacuation Plan 
and to further identify gaps for the evacuation of special needs patients. 

FEMA has also established a Warm Cell Joint Field Office in Baton Rouge, Louisiana, to 
conduct specific planning for a mass evacuation of the 12 coastal Parishes of Louisiana. The 
Warm Cell’s Transportation Management Unit and Medical Management Unit worked with 
other Federal and State agencies to identify assets for transportation requirements, validate 
transportation and medical evacuation plans, identify gaps and shortfalls within the State, and 
provide solutions. This planning effort, closely coordinated with Louisiana State and local 
planning representatives, helped ensure that a comprehensive evacuation plan including 
transportation, sheltering, mass care, and repopulation, is ready to support Louisiana. The U.S. 
Department of Transportation (DOT) also supported the Warm Cell activities by providing 
ground and rail transportation subject matter experts and planners 

In addition to these broader scope regional planning efforts, FEMA has supported multi-modal 
evacuation planning specifically for Louisiana and the City of New Orleans. A major 
component of this evacuation planning leverages the capabilities of the National Passenger 
Railroad Corporation (Amtrak) and intercity rail transport to evacuate the New Orleans 
metropolitan area. In July 2007, FEMA entered into a contract with Amtrak to provide 
emergency railroad transportation services for evacuating persons from New Orleans to other 
locations in the Gulf Coast Region, in the event of a declared emergency during the 2007 
Hurricane Season. 

The contract required Amtrak to provide support for the evacuation of New Orleans in the event 
a mandatory evacuation of the city became necessary. This contract covered two basic 
components: Preparedness Planning and Mobilization and Event Mobilization/Demobilization. 
The Preparedness Planning and Mobilization component provided an Operating Plan which 
provided for 24 rail cars with stored equipment, food provisions, an equipment mobilization 
plan, refrigerator rail cars, staff mobilization plans, insurance, and standby costs. The Event 
Mobilization/Demobilization component included the Amtrak “Go Team” Management and 
other staffing, equipment mobilization, daily continued state of readiness, equipment, route 
related labor, non-route related labor, turn around servicing, mobile command center, evacuation 
operations for New Orleans, and return of evacuees to New Orleans. 

As part of the Preparedness Planning and Mobilization component, Amtrak, in close 
coordination with FEMA and subject matter experts from the Department of Transportation’s 
(DOT) Federal Railroad Administration (FRA), developed an Operating Plan to implement this 
contract. Since the focus of the support was for the State of Louisiana and the City of New 
Orleans, each played a critical role in developing the plan. The Operating Plan clarifies the 


3 



62 


operational aspects of a precautionary evacuation of an ambulatory general population 
potentially facing a catastrophic level disaster (Category III or greater hurricane). The Plan 
supports 6,000 evacuees being transported by rail from New Orleans’ Union Passenger Temiinal 
to the Memphis, Tennessee Rail Depot using two 24-car trains, each with a 1,500 person 
capacity. Each train would make two trips in a 48-hour evacuation window. The Plan also 
incorporates a screening process for registration, manifest of passengers being transported, 
temporary surrender of weapons, medical screening (verified ambulatory), and a provision for 
providing every evacuee with a food and water. 

Public health and medical concerns were addressed by the Department of Health and Human 
Services (HHS) in the Operating Plan. Under the Operating Plan, HHS would provide two 
Emergency Medical Technicians (EMTs) on each emergency evacuation train. These EMTs 
would have appropriate equipment and medical caches to perform basic life-saving and patient 
stabilization procedures, and if needed would provide this service to the evacuee population 
while in transit. The EMTs would also coordinate the transport of acute care patients from the 
train to Emergency Medical Services/definitive care organizations closest to the train. The 
medical support staff would remain on the trains until the mission is completed. 

CHALLENGES OF RAIL EVACUATIONS 

Despite the substantial plaiming that has been accomplished to support Louisiana and New 
Orleans, there are still challenges that will need to be addressed regarding rail evacuation 
planning and readiness for future disasters. Many of these same challenges are likely applicable 
to other cities and rail systems. 

DOT’S “Catastrophic Hurricane Evacuation Plan Evaluation, June 1, 2006” highlighted the 
importance of transportation planning. There are broad rail evacuation challenges that we face. 

First, planning efforts are often quite complicated and require detailed involvement by many 
jurisdictions and across multiple agencies. Utilizing passenger rail for evacuations during major 
disasters/national emergencies not only requires detailed planning efforts, it requires the 
technical skills of individuals experienced in rail systems. The emergency management 
community has insufficient personnel, specifically subject matter experts, qualified in evacuation 
planning. Additionally, no planning effort is complete without exercising plans. 

Second, we must ensure that States fully leverage standardized, scientifically-based risk 
assessments available for planning. These assessments, coupled with a capabilities inventory 
based on gap analyses, can lead to more reliable plans. States may not be accustomed to using 
such techniques due to a lack of training, inadequate funding, and personnel shortages. 

Third, to facilitate evacuation planning and use of all modes of available transportation. States 
need to develop and take advantage of Mutual Aid Agreements, memoranda of understanding, 
and contracts. Often, developing these instruments cannot occur until near the end of the 
planning cycle, coming after risk assessments, gap analyses, capability inventories and concepts 
of operation are well underway. This issue was acknowledged previously in a Government 
Accoxmtability Office Report. (Report 07-44, December 2006.) 
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In addition to the broad evacuation challenges mentioned above, there are specific rail 

evacuation challenges I want to mention. 

• Different railroads own the tracks. As I am sure this Committee knows, the vast majority 
of railroad right-of-ways that are used for passenger rail service is in fact owned by private, 
freight railro_ad companies, and the use of such right-of-ways by passenger rail entities is 
governed by established agreements. For example, in New Orleans, the northern route to 
Chicago was considered by Amtrak to be the most technically feasible for evacuations 
because of existing lease agreements and Amtrak’s regular operations on this line. Amtrak 
has current lease agreements with other railroads and their train crews are approved to 
operate on a limited number of these right-of-ways. Also, each railroad independently 
determines when they will cease operations in the face of an approaching hurricane. The 
existence of these agreements and the close cooperation of each railroad line in use are 
critical to the planning effort. 

• Determining where the trains will go. Unlike coordinating evacuations via bus, or personal 
vehicle, coordinating evacuations by rail requires a higher level of plaiming as a result of 
additional logistical requirements. Evacuation of a population by rail requires the collection 
or coordination of a large number of individuals from diverse locations to a fixed starting 
point, and the forward transportation of that population to a fixed destination. Because a 
train can only operate on fixed track, destination locations must be identified in advance of 
any event, and the response community of that destination location must be prepared to 
receive the evacuees. In particular, once the evacuee population has reached the destination, 
the recipient State and local governments and responders must be able to provide adequate 
services, such as forward transportation and sheltering. As a result, the destination 
location(s) must be mutually agreed upon by the evacuating State, recipient State and local 
government, FEMA and its operational partners, and Amtrak. Those coordinating the 
evacuation must be assured that arrival locations are suitable for a safe unloading operation 
and that arrangements are in place to care for the evacuees. 

• Evacuation Law Enforcement Issues. In executing planning for the 2007 hurricane season, 
Amtrak indicated its desire to have an Amtrak police officer in each rail car. Because of the 
size of the Amtrak police force, and the requirement to maintain normal operations, it is 
unlikely that Amtrak police could be stationed in every car. This will require prearranged 
agreements for additional law enforcement officers to supplement existing forces. 

Depending on the ittunediacy of the need, and the availability of support agencies, this could 
pose a limiting factor. 

• Special Needs Passengers. Without additional major structural modification, the typical 
passenger rail car can only transport ambulatory evacuees and a limited number of limited 
mobility passengers. In addition, Amtrak is not capable of conveying special medical needs 
passengers, such as those on stretchers. Trains can accommodate a limited number of 
ambulatory or wheelchair bound patients not needing medical attention and medical staff. 
Amtrak can accurately track the location and type of carriage, and can provide an estimate of 
the number of wheelchairs that can be accommodated on each train. 
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• Prepositioning of adequate capacity to support an evacuation. In order to be prepared for 
a potential evacuation, equipment and personnel were required to be prepositioned in New 
Orleans, at a cost of approximately $ 700,000 in 2007. In the longer term, FEMA will 
consider the feasibility of applying this evacuation model to other regions of the country. 


The planning efforts we have undertaken with Louisiana exemplify the type of emergency 
planning envisioned in the National Preparedness Guidelines— a multi-jurisdictional, interagency 
planning endeavor that promotes unity of effort and determines actions, policies and processes to 
be followed in advance of an actual emergency. New Orleans is only one of many cities in 
States at risk from hurricanes that could take advantage of incorporating passenger rail into their 
local and State emergency planning efforts. FEMA will encourage and support additional urban 
areas to adopt this type of planning initiative. We will continue to offer similar technical 
assistance to other Gulf Coast States that would like to take advantage of this evacuation 
planning model. I will be pleased to respond to any questions. 
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February 1 , 2008 

Madame Chair and Committee Members, I thank you for the opportunity to testify before the 
Committee on Transportation and Infrastructures’ Subcommittee on railroads, pipelines, and 
hazardous material. 

I am Colonel Terry J. Ebbert, The Director of Homeland Security for the city of New Orleans 
and am responsible for Police, Fire, Emergency Medical Services, Criminal Justice and the 
Office of Emergency preparedness. I have served in this position for the past five years. 

The City of New Orleans, like all of our large urban areas, has great public safety planning and 
operational challenges. We at the local lewl have limited resources available to deal with 



state and federal resources. Transportation .evacuation planning was, and continues to be, of 


great concern to me and my departments. ; 

New Orleans is the only major urban area in the United States that has no authorized federal or 
Red Cross support for “Sheltering in Place” during major hurricanes. This situation requires 
multi state and Parrish planning for mandatory general population evacuation. As you are aware 
“mandatory” is not “forced” evacuation. My police officers will not breakdown doors and 
remove citizens from their homes by force. We must create a plan that the citizens believe will 
work to ensure their cooperation. Several major milestones must be completed to successfully 
wacuate 1.3 million people from South East Louisiana. : 

1 . A coordinated regional plan for self evacuation 

2. A City Assisted Evacuation Plan to move 25,000 citizens without personal transportation 
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3. A sheltering plan that supports both evacuation plans 

4. A public education plan that convinces all citizens that it is their best interest to work 
with Public Government and plan to evacuate. 


To accomplish these very difficult goals requires close coordination of planning at every level of 
government that utilizes all available resources to the maximum capability. In the aftermath of 

'"'l. .Av>' 

Hurricane Katrina we were criticized for noiutiiizingrmi transportation. I tell you, as I did both 

the House and Senate Investigatiye committees that the non dse was not a result of not 

• 

attempting to plan for their utilization. The problem remained that we were a local agency, with 
no capability to coordinate a memorahdum1)f understanding with federally subsidized 
AMTRAK. 

During the past two and a half years I have continued to work closely with my state and federal 
partners to ensure that we could utilize rail transportation to move a major portion of our most 
fragile elderly and young citizens. During the past two years hundreds of planning hours have 
been dedicated to this effort and we have been able to successfully obtain dedicated rail 
resources for 2006 and 2007. These two plans were completely different and we are getting 
ready to start the process from scratch for the third time. This is a very difficult process that 
should not need to be repeated every year. 
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The question that keeps reoccurring to me is, “Where is the National Rail Transportation Plan”? 
The National Rail Plan should be developed, on a regional basis, to enable all urban areas to take 
advantage of railroads in evacuation planning. Leaving rail on the sideline, or with only limited 
capability, and moving large numbers of citizens by commercial and military air appears to be a 
large waste of taxpayers’ money. Federal contracting of commercial buses, to be placed on-call 
and moved into evacuation areas prior to a storm, is problematic due to traffic and availability. 
Trains are mobile and plans can be developed to moye assets to any area requiring assistance. 
Trains are imaffected by vehicle traffic congestipn. Trains are the safest and most comfortable 
mode of transportation to move^elderly and those with minor ^medical problems. Moving large 
numbers of people by train makes operational and fiscal sense. Pre designated shelters, 
supported by rail transportation moving hy^ unfestricted passenger and freight lines, is a safe, 
affordable and dependable means of evacuation. 1 believe it is unrealistic to expect South East 
Louisiana to successfully evacuate 1.3 million people, in a limited 48 hour window, without 
extensive support of rail capability. To accomplish this task, emergency rail assets must be made 
available to all local urban areas. To do this we need a National Framework to make it happen. 
Those of us at the local level look to your assistance at making this happen! 

Thank you for your support in examining the increased capability of railroad evacuation 
operations. I will be happy to take your questions. 
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On behalf of the members of the Association of American Railroads (AAR), thank 
you for the opportunity to appear here today, AAR members account for the vast majority 
of railroad mileage, employees, and revenue in Canada, Mexico, and the United States. 

New Orleans Gateway Infrastructure Improvement Project 

The New Orleans Gateway is a key gateway in the nation’s rail network and is vital 
to the national, regional and local economies. Several years ago (prior to Hurricane 
Katrina), the Louisiana Department of Transportation and Development (LADOTD) and 
the Regional Planning Commission formed a partnership with the AAR to study possible 
improvements to the New Orleans Gateway. 

The parties have nearly completed a feasibility study that has identified a number 
of improvements that could enhance the operation of the New Orleans rail network and, at 
the same time, create potentially significant benefits to the community. These improve- 
ments include more fluid routing options for rail traffic to allow all trains (including 
passenger trains) to get into and out of New Orleans more quickly. This could positively 
impact current operations and accommodate traffic growth by allowing rail traffic to move 
more efficiently during the critical hours leading up to a severe weather incident. 

By possibly closing or separating highway-rail grade crossings, the project could 
also reduce delays for vehicles, reduce emissions caused by delayed highway traffic and 
trains, and support a more competitive economy for the region. 

Nearly all of these improvements can be made within existing railroad rights of 
way, meaning there would be limited impact on the community at large. The LADOTD 
and the Regional Planning Commission are continuing their partnership with the railroads 
and could begin a formal Environmental Impact Study later this year. 
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Why Public-Private Partnerships Are Important 

U.S. freight railroads move vast amounts of just about every type of cargo, 
connecting businesses with each other across North America and overseas over a rail 
network spanning more than 140,000 miles. Railroads account for some 40 percent of 
U.S. freight ton-miles (more than any other mode of transportation), but because of their 
cost-effectiveness they haul this traffic for less than 10 percent of intercity freight revenue. 

From 1980 to 2007, U.S. freight railroads reinvested approximately $420 billion — 
more than 40 cents out of every revenue dollar — on infrastructure and equipment, 
creating a rail network that is second to none worldwide. In recent years, U.S. freight rail- 
roads have typically spent $ 1 8 billion to $20 billion per year (after depreciation) to provide 
the high-quality assets needed for safe, efficient operation. This extraordinary level of 
spending shows the diligence with which railroads approach capacity and service issues. 

U.S. freight railroads are, with minor exceptions, privately owned and operated. 
Unlike trucks and barges, freight railroads have traditionally received minimal government 
financial assistance for infrastructure construction and maintenance. Instead, railroads 
have traditionally financed nearly all of their infrastructure investments through their own 
earnings and by borrowing from outside capital providers. 

A way to help states and localities improve rail networks that generate public 
benefits is through a more pronounced use of public-private financing partnerships for rail 
infrastructure improvement projects. These partnerships — and the New Orleans Gateway 
Infrastructure Improvement Project is a good example — provide a means for transporta- 
tion planners and providers to effectively meet vital transportation needs by combining the 
efficiency of the private sector with the equity of public participation. These partnerships 
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are not “subsidies” to railroads. Rather, they are an acknowledgement that private entities 
should pay for private benefits and public entities should pay for public benefits. 

Partnerships reflect the fact that cooperation between interested entities is far more 
likely to result in timely, meaningful solutions to transportation problems than a go-it- 
alone approach. Without a partnership, projects that promise substantial public benefits in 
addition to private benefits are likely to be delayed, or never started at all, because it would 
be too difficult for either side to Justify the full investment needed to complete them. In 
contrast, if a public entity shows it is willing to devote public dollars to a project equiva- 
lent to the public benefits that will accrue, the private entity is much more likely to provide 
the private dollars (commensurate with private gains) necessary for the project to proceed. 

Partnerships are even more important in light of expected rail traffic growth. 
According to recent U.S. Department of Transportation projections, U.S. freight railroad 
demand will rise 88 percent by 2035. A recent study by Cambridge Systematics found that 
an investment of $148 billion, including $135 billion for Class I railroads and $13 billion 
for short line and regional railroads, will be necessary for infrastructure expansion to meet 
the DOT’S forecast demand and maintain rail’s current market share. Class I railroads 
anticipate being able to generate (through gains in earnings and productivity) some $96 
billion of the $135 billion in new capacity identified by the Cambridge Systematics study. 
That leaves a $39 billion funding shortfall, or around $1.4 billion per year, that will need to 
be funded from public-private partnerships, investment tax credits, or other sources. 

Passenger rail growth would come on top of growth in freight traffic. That’s why, 
going forward, capacity will likely be the single most important factor shaping the freight 
rail-passenger rail interface. 
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Public-Private Partnerships With Railroads Work 

The immense public benefits of freight railroading — including lower pollution and 
energy consumption; reduced highway gridlock; and enhanced mobility, safety, and 
security — would accrue more quickly if more public-private partnerships for freight 
railroad infrastructure projects were implemented. Public officials around the country have 
recognized this point, and have worked together with freight railroads on win-win 
partnerships, just a few of which are described below; 

• The best known existing public-private partnership involving freight railroads 'is the 
Alameda Corridor, a $2 billion, 20-mile rail expressway connecting the Ports of 
Los Angeles and Long Beach with rail yards near downtown Los Angeles. The 
partnership involves two highly-competitive railroads; two ports; and local, state, 
and federal governments. The Corridor began operations in April 2002 and is 
already providing public benefits, including expanded port capacity; reduced noise 
and congestion delays on local streets and highways; improved safety; major 
reductions in pollution from highway vehicles and locomotives; and more efficient 
freight rail movements. 

• Perhaps the most extensive rail-related public-private partnership envisioned today 
is the Chicago Region Environmental and Transportation Efficiency Program 
(CREATE), a $1.5 billion project involving the State of Illinois, the City of 
Chicago, and major freight and passenger railroads serving the region. CREATE’s 
goal is to modernize and improve transportation in the region by separating tracks 
and highways to speed vehicle travel and reduce congestion and delays for 
motorists; updating track connections-and expanding rail routes to reduce transit 
times; and adding separate, passenger-only tracks in key locations to remove 
bottlenecks that have slowed passenger and freight movements in the region for 
decades. The $330 million first stage of CREATE recently got underway. 

• A multi-state partnership is underway to increase the flow of consumer goods on 
the Heartland Corridor between the East Coast and Chicago by, among other 
things, raising the height of nearly 30 rail tunnels to allow use of efficient double- 
stack containers. The project is also expected to aid in economic development 
along the corridor. 

• In November 2005, trains began using the 2.2-mile Reno trench that separates 
trains running through downtown Reno, Nevada from motor vehicle traffic. More 
than 30 trains a day are expected to travel through the 33-foot deep trench, which is 
the result of a partnership involving a major freight railroad and numerous 
government entities. Funding for the $282 million project came mainly from the 
railroad, municipal bonds, and the DOT’S Transportation Infrastructure Finance 
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and Innovation Act (TIFIA) loan program. The project boosted downtown 
redevelopment efforts and eliminated 1 1 highway-rail grade crossings. 

A sharper focus on public-private partnerships is supported by the American 

Association of State Highway and Transportation Officials (AASHTO), an organization 

representing highway and transportation departments in all 50 states and the District of 

Columbia. In a January 2003 report, AASHTO noted that “[RJealizing the public benefits 

of a strong freight-rail system at a national level will require a new partnership among the 

railroads, the states, and the federal government. . . . Relatively small public investments in 

the nation’s freight railroads can be leveraged into relatively large benefits for the nation’s 

highway infrastructure, highway users, and freight shippers.” 

Freight Railroads and Passenger Railroads 

Our nation’s privately-owned freight railroads are successful partners with 
passenger railroads all across the country. More than 95 percent of the miles over which 
Amtrak operates are owned by freight railroads, and hundreds of millions of commuter 
trips each year occur on commuter rail systems that operate at least partially over tracks or 
right-of-way owned by freight railroads. 

As noted earlier, going forward, capacity will likely be the most important factor 
shaping the relationship between freight and passenger rail. U.S. freight railroads are 
moving more freight than ever before, creating capacity constraints on important rail 
corridors and points throughout the U.S. rail network. Available capacity varies from one 
rail line to another, but, overall, excess capacity is limited, and there is no question that 
U.S. freight railroads today are using their assets much more intensively than they were 
wen a few years ago. And since demand for freight rail is projected to rise sharply in the 
('ears ahead, serious capacity issues will remain with us. 
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Freight railroads are vital to our economy, lowering shipping costs by billions of 
dollars each year; providing our farmers, manufacturers, and miners a tremendous 
competitive advantage in the global economy; and producing huge public benefits. But if 
passenger railroads impaired freight railroads and forced freight onto the highways, 
highway gridlock would get worse; fuel consumption, pollution, and greenhouse gas 
emissions would rise; and our mobility would deteriorate — outcomes that are completely 
contrary to the goals of expanding passenger rail in the first place. 

Freight railroads want passenger railroading to succeed in this country. Passenger 
rail progress, though, must be complementary to — not in conflict with — freight rail 
development. That means that we have to work together to address these challenges. 

Conclusion 

In the years ahead, a rapid increase in our nation’s traffic will stretch already 
constrained transportation infrastructure, including railroads. Meeting this challenge is a 
critical and difficult task. If not done effectively, it will weigh heavily on our nation’s 
productivity and quality of life. 

Enhanced freight rail transportation must be part of the solution. While railroads 
have made tremendous strides in improving their ability to serve their customers efficiently 
and reliably, the challenges of operating a rail system capable of meeting future needs is 
daunting and will require the benefit of effective public policy. Freight railroads look 
forward to working with this committee, others in Congress, and other appropriate parties 
to help ensure that the U.S. freight rail network remains the best in the world and continues 
to effectively meet our country’s freight transportation needs. 
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Question for the Record 

JeffMoller 

Executive Director - Safety and Operations 
Association of American Railroads 

Before the U.S. House of Representatives 
Committee on Transportation and Infrastructure 
Subcommittee on Railroads, Pipelines, and Hazardous Materials 

“Field Hearing on the Role of Intercity Passenger Rail During National Emergencies” 

At the February 1 1 Field Hearing House T&I Subcommittee on Railroads, 
Pipelines and Hazardous Materials in New Orleans’, Chairwoman Brown posed the 
following question to AAR; 

“What, if any contractual agreement or general understanding exists between the 
freight railroads and Amtrak in the case of evacuation? That came up earlier. 

Can you answer that? And does the freight railroad make any special assistance 
to Amtrak in case of national emergencies?”^ 

While AAR is not aware of any formal contractual agreement between parties to 
address evacuation issues, there is a long history of mutual cooperation between Amtrak 
and its freight railroad partners. Amtrak has been a full member of the AAR for more 
than 20 years and is an active participant in a number of the operating committees where 
coordination occurs. Amtrak maintains a 24-hour Operations Center in Wilmington, DE 
and has direct ties to the freight railroads control centers as well as with the AAR’s 
Operations Center. During emergency situations such as Katrina AAR is in regular 
contact with Amtrak and the railroads through scheduled conference calls and status 
reports. Such calls have extended to include FRA, FEMA and others when necessary. 
Railroads have cooperated with Amtrak to reposition equipment and establish new routes 
(such as a planned commuter service between New Orleans and Baton Rouge). Amtrak 
has returned the favor by providing sleeping cars and diners for freight repair crews when 
needed. 


We would be pleased to host a visit to AAR’s Operations Center or facilitate 
visits to any of the railroad’s control centers as appropriate to demonstrate our 
communications and coordination capabilities. 


’ “The Role of Intercity Passenger Rail During National Emergencies" 
^ Starting on page 108, line 2535 of the transcript 



76 


U.S. House of Representatives Committee on Transportation and 
Infrastructure 

Subcommittee on Railroads, Pipelines and Hazardous Materials 



Name: Mayor C. Ray Nagin 

Address: City of New Orleans 

Office of the Mayor 
1300 Perdido Street 
New Orleans, LA 70122 

Organization 

Represented: City of New Orleans 


Telephone 

Number: 


504-658-4900 




77 


U.S. House of Representatives Committee on Transportation and Infrastructure 

Subcommittee on Railroads, Pipelines and Hazardous Materials 

“The Role of Intercity Passenger Rail During National Emergencies” 

February 11, 2008 

Testimony of C. Ray Nagin 
Mayor, City of New Orleans 

To Chairwoman Brown, Ranking Member Shuster and other Members of the House 
Transportation and Infrastructure’s Subcommittee on Railroads, Pipelines and Hazardous 
Materials: 

Thank you for choosing New Orleans as the site for your hearing on “The Role of 
Intercity Passenger Rail During National Emergencies.” We are particularly pleased to 
host you here at the Union Passenger Terminal (UPT). It is an historic building which 
currently plays an important intermodal role in our transportation network, and will play 
a critical role in future emergency evacuations. 

As you are aware, Hurricane Katrina and the breaching of the federal levees left 
unprecedented damage in New Orleans and the region. Katrina produced the first 
mandatory evacuation in New Orleans history, and the largest displacement of people in 
U.S. history - 1.3 million. But we know that access to more options for safely evacuating 
people without their own means of transportation might have greatly reduced the loss of 
human life following the storm and would have meant that fewer children, seniors and 
families would have had to experience the difficult conditions that followed Hurricane 
Katrina. 

Union Passenger Terminal History 

I would like to give you a little history about the building we are in. The Union 
Passenger Terminal has existed in New Orleans for more than 50 years. It opened in 1954 
to consolidate passenger rail operations in one location and reduce the number of 
dangerous grade crossings throughout the heart of the city. The UPT was an 
ultramodern facility when it was built, and the beauty of the facility is re-emerging today 
as a result of the restoration work that is underway. It is also the site of a distinctive 
mural on the history of Louisiana done by the late Conrad Albrizio, a renowned artist and 
professor of art at Louisiana State University. These murals were recently restored by the 
New Orleans Building Corporation, a public benefit corporation charged with managing 
and developing under-used, deteriorated, or vacant City properties 
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The terminal escaped major damage following Hurricane Katrina. As one of few intact 
and centrally accessible city buildings, the UPT played an extraordinary role during the 
aftermath. It served as both the criminal justice center and the jail. Currently, the station 
is the major Southern hub for Amtrak which operates three trains (Sunset Limited, City 
of New Orleans and Crescent) from the city. 

This facility has been greatly improved in the recent past, and will continue to undergo 
major renovations during the next five years. We appreciate the funds that the federal 
government has invested in planning and implementing important upgrades to the UPT. 
We are making plans for a track reconfiguration that will support evacuation and increase 
intercity rail capacity. Another grant is being used for making platforms, doors and 
restrooms ADA compliant and conducting other improvements. Our vision is to link this 
building with our historic streetcar lines as well, improving our famous and iconic public 
transit network. 

The Recovery of New Orleans 

Just as we are improving our transit system rather than simply rebuilding it, we also are 
working to build a better New Orleans. We have undergone an extensive recovery 
plaiming process and were the first municipality in Louisiana to have our plan approved 
by the Louisiana Recovery Authority. We have been creative in seeking financial 
resources since the storm and worked with the City Coimcil to borrow more than $45 
million from various City departments to invest in the immediate recovery of our public 
safety facilities. 

I have said before that 2008 will be the tipping point in our recovery. Although we know 
that we do not have all of the money we will need to fully restore our city and critical 
services, we now have the tools to accelerate our recovery. We have access to a state 
revolving loan fund, the initial portion of a $260 million bond issue approved by voters 
before the storm, and some of our federal recovery dollars. In total, we have access to 
more than $1 billion for our rebuilding efforts. Citizens and visitors will see 
unprecedented construction activity in the coming months. We plan more than $363 
million in road and street improvements alone. 

This represents only projects that will be undertaken by City government and does not 
include other governmental entities, businesses or individuals. Since Hurricane Katrina, 
we have issued more than 81,000 building permits valued at more than $5 billion. Experts 
predict we will see $60 to $100 billion in rebuilding activity during the next five to seven 
years. 

Louis Armstrong International Airport also is rebounding. It currently provides 78 
percent of seats offered pre-Katrina and 84 percent of pre-Katrina flights. Planes are 
departing for 88 percent of pre-Katrina locations. 
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Our port is now back to 2002 levels, above 2005. In addition, our sales tax collections are 
expected to reach 93 of pre-Katrina dollars. Employment is up in 14 out of 20 sectors. 

We are seeing increased strength in our tourism industry. Our Mardi Gras celebration, 
which ended last week, was a major success. A total of 3.6 million people visited New 
Orleans in first six months of 2007. That is almost as many people as visited in all of 
2006. Visitors are projected to spend $4.5 billion in New Orleans this year. The record 
was set in 2004 at $4.9 billion 

But the most important measure of our recovery is the people, and our citizens are 
coming home. Today, the population of New Orleans is approximately 71 percent of pre- 
Katrina, or about 323,000 people. During the workday, the City’s population increases to 
approximately 365,000, as people enter New Orleans for work and to conduct other 
business. People are investing in their neighborhoods, in their businesses and in the future 
of our City. 


Evacuation Planning 

We must be able to assure these citizens that we have the capacity to react quickly and 
responsibly in the event of another emergency. In order to be prepared for all situations, 
we must have a thorough plan for future evacuations, including preparation to help our 
neediest citizens. The use of rail for an evacuation is an ideal method of moving large 
numbers of individuals safely and rapidly while reducing the effects on a highway system 
that is certain to be overburdened. 

After Hurricane Katrina, my Office of Homeland Security developed the City Assisted 
Evacuation Plan (CAEP), with a major component centered on rail service and the Union 
Passenger Terminal. Our strategy is to use the rail assets to move our elderly and those 
with minor medical conditions from the City. While there are many reasons for taking 
this approach, one of the most important is that rail cars provide a much higher level of 
comfort than bus transportation. If we are able to provide these vulnerable citizens with a 
more comfortable and reliable means of evacuation, we will increase their willingness to 
leave. 

We were able to incorporate the use of railways into our evacuation plans during the past 
two hurricane seasons as a result of the cooperation of the federal govenunent and 
various states. In 2006, our plan called for rail to take our citizens to Jackson, 
Mississippi, for further transportation to other shelter sites; under last year’s plan, 6,000 
citizens would have been evacuated to Memphis, Teimessee, where they would have been 
sheltered. 
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We strongly feel that the use of rail is critical to a successful future evacuation of the city 
of New Orleans. We are grateful for the roles the state and federal governments have 
played in providing these assets in the past, but obtaining these agreements was not easy, 
as I know Col. Terry Ebbert, our Director of Homeland Security, will discuss. We ask for 
your leadership in the use of rail for a tool in emergency evacuation. 

We also ask you to support full funding for Amtrak service from coastal cities such as 
New Orleans. This would provide important regular passenger rail transportation and 
would play a critical role in emergency transportation planning and execution across the 
country. We would like to see the Amtrak Sunset Limited service that was available 
before the storm reactivated to take rail travelers east to Jacksonville, Florida. Not only is 
rail an energy efficient and comfortable mode of transportation, but maintenance of the 
track and car infrastructure for passenger rail is supportive of its use for emergency 
purposes. Finally, we seek $80 million for rail fortification and start-up costs for a 
commuter rail line from New Orleans UPT to Baton Rouge, which would also be used for 
evacuation. 

Conclusion 

Madam Chair and Fellow Committee Members, I want to again thank you % your 
attention to this critical matter and for your dedication to our full recovery. We are 
making great strides, but our work will continue for several years. We still face critical 
challenges, but we are following through with the commitment I made that we would not 
only rebuild, but that we would rebuild better, stronger and smarter. 

New Orleans is one of the most distinctive cities in this country. I look forward to 
working with you as we continue to restore this crown jewel and ensure the future safety 
of our citizens. 
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For: 

Date: 

Public Hearing: 
Testimony of: 


U.S. House of Representatives 

Committee on Transportation and Infrastructure 

February 11, 2008 

The Role of Intercity Passenger Rail During National Emergencies 

Karen Parsons, Executive Director 
Southern Rapid Rail Transit Commission 


Chairman Brown and Honorable members and staff of the Congressional Committee on 
Transportation and Infrastructure Subcommittee on Railroads, Pipelines, and Hazardous 
Materials, 

On August 29, 2005, the Gulf Coast experienced the worst natural disaster in US history. 
Hurricane Katrina devastated the Louisiana and Mississippi coasts causing unimaginable death 
and destruction. Many factors have been identified as contributing to the great loss of life, but in 
New Orleans, one principal factor was that too many people did not evacuate when the order was 
given. Insufficient transportation was available to evacuate the entire population. Prior to 
Katrina, nearly a quarter of the city’s population did not own an automobile. If adequate 
transportation could have been available when the evacuation order was given, would it have 
been used? While this is an interesting question to consider, our purpose here today is to discuss 
the role of intercity passenger rail during national emergencies. 

Many Americans are returning to intercity passenger rail as a viable mode of transportation as 
has been demonstrated over the last five years with Amtrak’s record increase in ridership. 
Passenger rail for emergency evacuation and post-event recovery also has significant benefits 
other modes of transportation do not have. New Orleans is a large city sandwiched between the 
Gulf Coast to the south and Lake Pontchartrain to the north, with limited evacuation corridors. I- 
10 and Highway 61 are the primary westward routes to Baton Rouge: eastward, I- 10 crosses the 
Twin-Spans to Slidell, and the Causeway crosses Lake Pontchartrain to the north. During 
emergency evacuations Contra-Flow procedures are used to accelerate traffic out of the city. But 
even with Contra-Flow, it takes four to six hours to travel the 90 miles to Baton Rouge. Had 
adequate bus transportation been available to evacuate those people who remained, they would 
have contributed severely to the highway congestion. Since trains operate along different 
corridors, hundreds of people could be moved with little or no impact on the over crowded 
highways. 

Aircraft can move hundreds of people long distances over a short period of time yet contribute to 
traffic congestion getting to the airport while being significantly impacted by relatively low wind 
speeds. Airports are usually the first facilities to cease operations when a storm approaches. 
Trains can operate up until the last moment moving people out of harms way. 

But the use of passenger rail for evacuation, as does any successful operation, requires planning 
and preparation. It takes time to position the trains and their crews to the city being evacuated. 
As we found out during Katrina, once the decision is made to evacuate, there may not be 
sufficient warning time to move Amtrak train equipment from other parts of the country. Having 
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an established intercity passenger rail service provides immediately available resources with 
known capacity from which to plan and execute the evacuation. 

While passenger rail transportation is an important resource for evacuation, the greatest 
contribution of an intercity passenger rail system comes in the post-disaster recovery phase. 
Katrina displaced thousands of residents when their homes were damaged and destroyed. Even 
now, more than two years after the storm, many people have still been unable to return home to 
Southeast Louisiana. The communities surrounding New Orleans have felt the impact of people 
wanting to return but no longer having a home to return to. And New Orleans businesses are 
feeling the impact of workers unable to conrmute. For the last two years, the State of Louisiana 
has successMly operated the LA Swift bus service to provide transportation for displaced 
citizens in communities between Baton Rouge and New Orleans to return to their jobs in the 
Greater New Orleans Area. The unprecedented success of this bus service only demonstrates the 
need and value of intercity transportation to the recovery of devastated commimities. 

The Southern Rapid Rail Transit Commission is supporting the efforts of the State of Louisiana 
to establish intercity passenger rail service between Baton Rouge and New Orleans to provide 
reliable economic transportation for people living throughout the corridor. The rail service will 
provide planners with immediately available passenger rail equipment and established 
capabilities from which to prepare for the next major storm. But more importantly, it will 
provide an immediately available transportation system to boost the recovery effort. 

The Baton Rouge - New Orleans Intercity Passenger Rail Transportation Vision Plan calls for 
two trains, each with a capacity of 300 passengers making four round trips daily between Baton 
Rouge and New Orleans with four intermediate stops in the communities along the corridor. The 
route is owned by the Kansas City Southern Railroad, which operates freight trains between New 
Orleans and Shreveport. Significant capital improvements will be required to support the 
passenger train at speeds up to 79 miles per hour. The initial travel time for the 80-mile route 
will be approximately two hours but will be reduced to one hour and 30 minutes as the 
improvements are made to the track and bridges. And, as this intercity passenger rail service 
initiative gains momentum, additional stops and more frequency can be added. Amtrak and the 
Kansas City Southern Railroad have been enthusiastic partners in developing this new service, 
and we thank them for the time and resources that they have contributed to our planning efforts. 

Fares for the new service will be less expensive than traveling by automobile. The cost of fuel to 
drive between Baton Rouge and New Orleans is approximately $12.25. The projected cost of a 
single ride train ticket between the same two points is $1 1.00 with discounts for multi-ride and 
monthly passes. A taxi from the Louis Armstrong International Airport to a downtown hotel 
costs $29.00 - the cost of a train ticket will be only $7.00 from the airport to the Union 
Passenger Terminal. 

Not only will the passenger rail service contribute by providing additional instantly available 
train resources that can be used for evacuation before the storm and transportation for workers 
after the storm, every community along the route will benefit from the service. Large companies 
will be more attracted to areas with good transportation systems creating more jobs. With a 
reliable and economic transportation system, businesses will be able to recruit from a larger 
employment pool. Affordable housing will be developed and public transportation systems in 
smaller communities will grow to service the commuting public. Shops and businesses will open 
in areas with access to the rail system. The intercity passenger rail service will stimulate much 
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needed growth and economic developments in southeast Louisiana, Looking at the rapid 
economic development that occurred with other new passenger rail services in Maine, Virginia, 
North Carolina, Florida, New Mexico, Oregon, and California, the Southern Rapid Rail Transit 
Commission is very confident that this new intercity passenger rail service will stimulate 
economic development in the region. And, we are proud to have contributed the first $2.5 million 
to move this project forward and to have assisted the State in obtaining an additional $2.0 million 
for grade crossing improvements along the corridor. 

New Orleans and the State of Louisiana are planning ahead. We know Katrina will not be, the 
last storm to hit the Gulf Coast. Implementing the intercity passenger rail service within 
Louisiana will provide a ready reserve of equipment and trained personnel to assist in future 
evacuations and recoveries, potentially capable of assisting residents along the extended Gulf 
Coast. It is important to note this may be possible because the service will reside within 
Louisiana state boundaries and not as a multiple state corridor. The Louisiana state legislature is 
able to act independently of Mississippi and Alabama in this effort. To institute a multi-state 
train requires confronting other, more difficult problems as detailed below. 

On March 31, 1993 the Sunset Limited began operating east of New Orleans. This reconnected a 
major missing link in the national network that had been this way since the beginning of Amtrak. 
This long-distance rail service between New Orleans and Orlando, Florida ceased immediately 
prior to Hurricane Katrina devastating the Gulf Coast. The CSX Railroad completed first-rate 
track restoration in March 2006, only 7 months later. Yet resumption of service has not occurred 
and could be a vital link for hurricane evacuation for the 12 communities that were formerly 
served in Louisiana, Mississippi, Alabama and Florida between New Orleans and Jacksonville. 

In 1992 these four states invested over $4 million dollars in capital improvements in a joint 
agreement with CSX and Amtrak in order to provide for significant track upgrades and capacity 
sufficient for passenger rail speeds and to ensure public access to the CSX Gulf Coast corridor in 
order to initiate Sunset Limited service east of New Orleans, It is notable that Florida committed 
the most at nearly $3.5 million dollars. To date Amtrak has not officially Noticed the train for 
discontinuance but at the same time they have not made any effort to restore any service between 
New Orleans and Jacksonville. Noticing service east of New Orleans would be a devastating 
obstacle to overcome in the effort to restore the service in the future requiring renegotiation of 
CSX requirements before any service could begin. 

Numerous hurdles were overcome to institute service in 1993. In 1991 Congress funded, through 
the Amtrak budget, a feasibility study to evaluate service between New Orleans and 
Jacksonville. CSX and Amtrak worked together to identify impediments including regulatory 
and physical obstacles. Amtrak helped to address local speed ordinances for slow running 
followed by a long list of capital improvements funded by the states of Louisiana, Mississippi, 
Alabama and Florida. These improvements also improved the running time of CSX freight 
operations. The states also closed hazardous highway crossings and built stations while Amtrak 
supplied needed cars for the new service. This was a jubilant and progressive time for all 
participants involved, resulting in new and valuable service. The commitment of Amtrak, CSX 
and the four states to work together to assure this service was significant. Our commission hopes 
this public hearing will help to galvanize and unite the Administration, Congress, and Amtrak to 
honor the state’s investment and support their early and continued commitment to service along 
the Gulf Coast. 
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The Southern Rapid Rail Transit Commission has actively supported Congressional funding for 
all operations of Amtrak for over 25 years, since our inception in 1981. Any intention to Notice 
the Sunset is of great concern given the citizens of Louisiana, Mississippi, Alabama and Florida 
rely upon Amtrak to be our service provider, to connect us locally and to the greater United 
States. The recent philosophy to evaluate long-distance service based on financial solvency 
rather than as a national transit service is troubling. Long distance trains function as most 
traditional urban transit systems, to provide a valuable community service regardless of financial 
profitability. It is well documented that long-distance trains also enhance and feed the existing 
and developing corridor routes. We ask that the Sunset Limited route east of New Orleans not be 
officially Noticed and that Amtrak be required to restore service between New Orleans and 
Jacksonville in an improved form. Such service could be separate from the Sunset Limited, 
operating between these two city pairs. This initiative will not only restore an additional route 
and equipment for rail transportation out of the greater New Orleans area and Gulf Coast states 
in a time of emergency evacuation but it will also restore a critical missing link in the national 
network that currently forces anyone wanting to travel by rail between New Orleans and 
Jacksonville to use a circuitous and lengthy multi-leg trip. One must travel to North Carolina 
and/or Washington D.C. in order to make the necessary connections to reach to Florida. This 
adds several days of train travel time. 

As the iihportant role of intercity passenger rail service is crystallizing in the wake of Hurricane 
Katrina, all train service to the Gulf Coast should be unwaveringly continued and improved. 
Therefore, the SRRTC continues to support both the long-distance services and state funded 
corridor initiatives that coimect the greater New Orleans area to the rest of the Gulf South region 
and the nation. Trains have a unique ability to provide hurricane evacuation for the earless 
society among us during national emergencies and crisis. The earless society is made up of 
senior citizens and disabled persons; as well those who choose not to drive or cannot afford an 
automobile. Along the Gulf Coast this number is large. 

Demand for service in the New Orleans area has not abated since Katrina. Households receiving 
mail, a reliable source of information about the number of returning and new residents, indicates 
that mail was delivered 86.3% of pre-Katrina households in the 6-parish Area in November 
2007. In August of 2005 tax collections by the City of New Orleans stood at $9,758,559 and as 
of November 2007 had exceeded that amount, elevating to $9,876,817. The labor force size in 
the New Orleans MSA was 1 97,060 in August 2005 and in November 2007 has returned to 
158,793, 80 percent of pre-Katrina numbers. ' All data trends reflect a steady increase of 
residents over the months since Katrina. In addition, the region has a growing population of 
Hispanic people who rely on public transportation. 


As New Orleans and the Gulf Coast revive and provide a unique opportunity for rebuilding 
smarter, a new order is surfacing here and across the country that places a higher value on 
sustainable transportation patterns. The Southern Rapid Rail Transit Commission believes train 
travel has a crucial role in transitioning the U.S. into sustainable mobility and should be lauded, 
particularly in the Katrina devastated SE United States, instead of being marginalized. Congress 
should create policies that direct greater funding in support of train mobility and sustainability. 

' Source: Sammamish Data Systems compiled from USPS Delivery Statistics Product; The New Orleans Index, 
Tracking Recovery of New Orleans and the Metro Area; Greater New Orleans Community Data Center and the 
Brookings Institute, April 2008. 
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In 1998 the route between New Orleans and Mobile/Jacksonville was approved as one of eleven 
designated High Speed Rail corridors in the U.S. In the intervening years we have pursued and 
succeeded at gaining $6.7M in federal appropriations to complete a Federal Railroad 
Administration required Corridor Plan and environmental clearance. We have been working 
diligently to identify and cost out capital needs that will allow high-speed operations of 
passenger rail service that could infuse the regional economies through support of business, labor 
and government. Essentially, this commission has operated with the understanding that we were 
following the approved federal transportation planning guidance and strategies to plan for 
mobility, access and freight and passenger rail needs for the next 20 years. 

The SRRTC understands that freight rail demands have changed in the 15 years since the Sunset 
Limited eastern service was initiated. Our commission completed a feasibility study in 2006 of 
the segment between New Orleans, Louisiana and Mobile, Alabama which, concluded $260M of 
investment is needed to run 2 round trips daily at 70 mph at peak travel times with an annual 
ridership of 90,200, which would compete successfully with auto and air travel. By increasing 
frequency of the train to 6 round trips each day ridership increases to 327,400, At the same time 
the investment accommodates freight traffic growth that is forecast. The CSX railroad was a sub- 
consultant in the study and provided in-house data on freight growth in the corridor to 
substantiate a 20-year forecast. 

More recently and in-line with increasing pressure on states to pay for any new service and to 
move toward a series of conidor services between city pairs (New Orleans to Mobile/Mobile to 
Jacksonville), we have asked Amtrak to provide us with their estimation of operational costs to 
provide service within our jurisdiction, between New Orleans and Mobile twice daily. This was 
tentatively estimated at $6M. While seemingly rational to ask states to contribute to the cost of 
new corridor service, it presents a host of difficult problems for a multi-state corridor such as 
ours. Most notably is that three state legislatures must agree to a long-term commitment and act 
together. It is difficult, if not impossible to accomplish given each state has different priorities 
and funding availability in any given year. For member states of the SRRTC the geography 
works against us as Louisiana and Alabama have 20 miles or less of track and Mississippi has 
the bulk of the 145-mile long corridor. Proportionality of cost would need to be agreed upon and 
if accomplished, should any one state neglect payment the service could still be jeopardized. 
Thus the reason for the original framework of long-distance trains, underwritten by taxpayers 
and operated by one national company. As with the Down Easter operating from Portland, ME to 
Boston, MA, it is more likely that only states with a great desire or need will provide the 
funding. In consequence this strategy penalizes a combination of states such as ours that through 
circumstance have less where-with-all to prioritize this need over the immense number of critical 
needs identified in post-Katrina planning. 

In addition, as the House of Representatives contemplates the companion bill to Senate Bill 294, 
the Passenger Rail Investment and Improvement Act of 2007, we would like to point out several 
items of concern. In Section 207, Independent Auditor To Establish Methodologies For Amtrak 
Route and Service Planning and Section 208, Metric and Standards, the present language may 
provide a tool to undermine and terminate present long-distance services. Criteria to evaluate 
trains and ultimately determine what corridors will receive state grants includes 1) current or 
expected performance and service quality of intercity passenger train operations, including cost 
recovery, on-time performance and minutes of delay and 2) ridership. 



86 


It is well known that the Sunset Limited had one of the worst on-time performance and delay 
records of all long-distance trains. The communities served should not be penalized for receiving 
poor service due to their location on the route. As the Sunset Limited was the only 
transcontinental train it suffered from the frailties and accumulated delays associated with its 
high mileage. Without adequate frequencies or on-time trains, ridership was decreasing in the 
last years of operation east of New Orleans. This potentially demonstrates an even greater need 
to provide a service that serves people, perhaps a separate service that does not run from one side 
of the country to the other but one that can still be an overall improvement over a shorter 
distance (New Orleans to Jacksonville). Therefore, the service provider should be asked to solve 
and improve service. Instead, language in Section 207 could effectively end service on both 
sections of the Sunset Limited, east and west of New Orleans. 

States having a poor long-distance service record today that try to move toward state supported 
city-pair services may also be at a disadvantage in this legislation. Within Title Ill-Intercity 
Passenger Rail Policy, under Section 301, Capital Assistance for Intercity Passenger Rail 
Service; State Rail Plans; Project Selection Criteria, it outlines that in order to be eligible for 
capital grants (that would ultimately improve our problematic corridor) “preference is to be 
given to projects with high levels of estimated ridership, increased on-time performance, reduced 
trip time, additional service frequency to meet anticipated or existing demand, or other 
significant service enhancements as measured against minimum standards developed under 
section 208 of the Passenger Rail Investment and Improvement Act of 2007.” As the 
methodologies are to be developed based in part on 1) current or expected performance and 
service quality of intercity passenger train operations, including cost recovery, on-time 
performance and minutes of delay and 2) ridership (see section 207 and 208) it easy to conclude 
the legislation is working to defund problematic routes. Title III then could effectively put any 
state run corridor between New Orleans and Mobile or Mobile and Jacksonville last in line for 
federal funding. 

The long and the short of S 294 language if enacted as written means the Sunset Limited long- 
distance service between California and Florida could be justifiably ended without the possibility 
of petition. Importantly, any new city-pair corridor service east of New Orleans, described as 
best practices by Amtrak today, would not be eligible for federal funding under Title III, 
relegating all capital investment for any new service to the states. Ironically, SRRTC has 
advocated for a Rail Title that would create an 80/20 funding source and would provide for a 
multi-year Amtrak re-authorization. Senator Lott of Mississippi was instrumental in creating and 
advocating for this important Rail Title. Unfortunately, in substance it is not favorable to the 
Gulf Coast situation. We suggest that a better approach would be to allow some portion of 
available funds to be allocated for corridors that are lower performing in order to provide some 
equity among all routes while enabling the fledging new Rail Title to move ahead. Another 
suggestion is to include marketing and outreach funding for new corridors service routes that 
must tackle education and coordination among multiple state legislatures. 

While the density of our cities served does not compete with the Northeast Corridor, California 
and other high population areas, our transportation needs are no less critical and no less 
important. The national intercity passenger rail system was created to serve all of America, rural 
and urban, north, south, east and west. SRRTC pursued initiation of service east of New Orleans 
through the 1980’s and early 1990’s to supply fundamental transportation to communities along 
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the Gulf Coast and we continue to do so today. Our motivation has expanded in the wake of 
Hurricane Katrina to include citizen concerns for safely exiting Gulf Coast cities in the approach 
of a hurricane. Rail transportation has the unique ability to provide this valuable service in a time 
of national emergency while providing a better standard of living for all of our citizens and 
acting as an economic catalyst on a daily basis. 

Thank you for allowing Southern Rapid Rail Transit Commission to provide comments. 
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Good morning, Madam Chairwoman and members of the committee. Thank you 
for the opportunity to testify before this subcommittee. My name is Richard 
Phelps, and I am Amtrak’s Vice President of Transportation. In this capacity, I am 
responsible for the operation of all Amtrak trains, a responsibility that would 
encompass the operation of evacuation trains from New Orleans. I would also like 
to thank Mayor Nagin for his city’s hospitality and for hosting this field hearing. 

As you probably know, Amtrak began operations on May 1, 1971, and since that 
first day, New Orleans has been a stop on our system, with scheduled service to 
Washington, DC, New York, Chicago, Los Angeles, Atlanta, and Memphis, and 
we have served it ever since. 

Let me briefly outline Amtrak’s plans for disaster relief in the region in the event 
of another hurricane. We have done some significant work with the Federal 
Emergency Management Agency on planning evacuations since Katrina, and 
Amtrak was under contract with FEMA for the 2007 hurricane season, which 
extended this year from June through November. This contract expired on 
November 30, 2007, and we will begin talks with FEMA this month about 
renewing it for the 2008 season. Therefore, any references I make to an evacuation 
plan refer to the plan we put together for the 2007 season. Evacuation plans are 
very complex, and the logistics of railroad transport aren’t the only consideration. 
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We move the evacuees, but we must bring them to points where FEMA can 
arrange for shelter and feeding, and we can really only advise FEMA about the 
feasibility of rail evacuation to those points. One advantage of railroads is our 
ability to move large numbers of people at once, but it’s important to remember 
that we can only move them on fixed lines. We need to keep this in mind as I 
discuss the logistics of an evacuation to Memphis, which was the destination we 
envisioned in our joint planning with FEMA in 2007. 

I think it’s important to start by setting out the conditions that are necessarily going 
to govern any evacuation effort. Because of the nature of hurricanes, we assumed 
we would have a relatively limited amount of time to implement our plan, and 
there are a couple of governing assumptions that I should explain before we get 
into the description of the actual plan. The first assumption is that Amtrak would 
receive its evacuation instructions from FEMA approximately 72 hours before the 
hurricane makes landfall; FEMA, of course, will issue these instructions at the 
request of the state of Louisiana. Landfall time would be determined by the 
National Weather Service. From this assumption flows another, and that is the 
timing of the individual parish levee boards’ decisions to close the levee gates 
around New Orleans. In 2007, we assumed that the board would close the levee 
gates 12 hours before the hurricane’s announced landfall time. Obviously, a lot 


3 



91 


can happen, and we understand that it is possible the levee gates could actually be 
closed 24 hours before the announced landfall time, which would reduce the 
amount of time we have to conduct the evacuation from 60 hours to 48 hours. This 
would reduce the number of outbound trips trains can make, and lower the total 
number of evacuees we could carry. 

All the rail lines out of New Orleans pass through levee gates, and some pass 
through multiple gates, so general gate closure will effectively seal the rail routes; 
any individual closure on a line with multiple gates like the Canadian National line 
to Memphis via Jackson (which passes through three sets of levee gates) would 
close the entire line to trains leaving Union Terminal. Because this would prevent 
further rail evacuation and leave equipment in the path of the oncoming storm, we 
would remove eveiy piece of rolling stock that could roll from the city before the 
storm struck. This would have provided us with cars that could then have been 
used to transfer evacuees to other locations or to bring in additional responders for 
relief efforts. Equipment that was inside the city after the gates closed would be 
moved to high ground to limit water damage. 

The first twenty-four hour period of our 2007 plan would be spent mobilizing and 
deploying personnel and equipment to New Orleans. Amtrak has designated 
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members of a “Rail Evacuation Team” (or “RET”) who would have deployed to 
New Orleans in that period to organize and prepare to receive the evacuees. To 
coordinate with the State evacuation planners, a “Mobile Command Center” bus 
would also have moved to Baton Rouge, to link up with the Louisiana Department 
of Transportation Emergency Operations Center so it could provide 24 hour liaison 
with Amtrak’s Central National Operations Center in Wilmington, Delaware. The 
team would have Included Amtrak police and Emergency Preparedness employees 
who could provide 24 hour coverage of the State ESF-1 functions, which 
encompass emergency transportation and infrastructure operations. 

All revenue service to and from New Orleans would have been suspended. 
Individuals holding tickets on scheduled trains whose equipment was diverted to 
evacuation service would be given priority on those trains. Normal service from 
New Orleans would have been cancelled to allow equipment to be used in the 
evacuation. Inbound trains would have turned at major intermediate points. 
Equipment currently in New Orleans would be used for evacuations, and we would 
bring in whatever additional equipment we deemed necessary. On any given day 
Amtrak has three trainsets in New Orleans for normal operations and they would 
have been pressed into service for evacuations. 
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Under our 2007 agreement, evacuation would have begun at New Orleans Union 
Passenger Terminal twenty-four hours after we received notification fi-om FEMA 
and several trains would have departed fi-om New Orleans for Memphis over the 
next thirty-six hours. We planned our operations with an understanding that the 
situation would naturally be fluid, and I need to emphasize that it depended upon 
two key government decisions - FEMA’s notification to Amtrak, and the Federal 
Railway Administration’s notice to the railroads that the evacuation had begun, 
and that evacuation trains had priority. 

On the map we have here, you will note that we have highlighted our normal 
services to and fi-om New Orleans in black, and potential rail evacuation routes in 
red. When planning for an evacuation, we want to move people inland, and the 
two lines that physically offer the best evacuation routes out of New Orleans are 
the Kansas City Southern line to Baton Rouge and the Canadian National line to 
Memphis via Jackson. We would stay away from the coastal routes, since those 
would be vulnerable to disruption. Our 2007 planning was focused on an 
evacuation to Memphis, and I will discuss our plans in that regard. Once I have 
done so, I will come back to the issue of routes and destinations to offer some 
closing comments. 
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The evacuation to Memphis would have begun when the first train departed New 
Orleans twenty-four hours after we received the FEMA alert. This would have 
been an eight-hour trip over Canadian National rails, and it would be the first of 
four trips to Memphis, which could have collectively evacuated a total of 5,800 
people. Amtrak’s employees in New Orleans would have secured the station and 
departed on the last trains out of the city, bringing any imused emergency food and 
water supplies out with them. We would also have moved all of the defective and 
unserviceable equipment that could roll just after the last train departed. This 
would have required a waiver from the Federal Railway Administration. 

To support our planned evacuation, Amtrak stocked a total of 1 8,000 emergency 
“snack pack” meals and 72,000 bottles of water at its commissary facility in New 
Orleans UPT to feed evacuees. We also created “go kits” for every participating 
engineer and conductor that included such vital items as rule books for the 
railroads over which we will be operating, portable radios and satellite phones, 
gloves, safety glasses, batteries, lanterns and switch keys. Operating crews 
assigned to the RET who would have operated trains were specially trained and 
qualified to operate over CN between the Amtrak terminal in New Orleans and 
Memphis, and employees were designated to man the team that would augment 
Amtrak work forces in New Orleans with 16 trained police members from our 
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police department and 32 customer service employees to ensure that the trains 
were properly stocked, and the evacuation was orderly and efficient. 

Once the trains departed, our station in New Orleans would be available for use as 
a shelter. I think it’s useful at this point to pull up our last chart, which 
summarizes the contributions Amtrak was prepared to make in 2007 in the event of 
a serious hurricane on the Gulf Coast. Some of those services are the subject of 
ongoing negotiations with FEMA, while others, such as the depot shelter, will be 
available as a result of compliance with local codes or agreements. 

I think that describes the essentials of the plan we were prepared to execute. I 
don’t yet know what the terms of a 2008 contract with FEMA will be. I would like 
to close by offering a couple of comments on the logistical difficulties involved in 
this. From an operational point of view, it’s easiest to operate on the routes we 
normally use: our crews know them, the owning railroads are used to hosting 
passenger service, and they allow us to operate at useful speeds. Alternate routes 
such as Baton Rouge require more advance planning and coordination, and 
necessarily conducive to the desired operating speeds. Coastal routes are very 
vulnerable to weather damage, and we don’t want to run trains over them during a 
hurricane. The best options for evacuation are inland routes that we operate on 
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daily, and it is for this reason that Jackson and Memphis are good destination 
points for evacuees. 

All of us have learned a lot in the wake of Hurricane Katrina, but we have used 
that experience to build a good plan that will make a real difference in the face of 
an impending natural disaster. I think the plans we have arrived at are reasonable 
and, given that we have a number of trains positioned in New Orleans and crews 
trained to operate them over an evacuation route that hosts normal scheduled 
service, I think they’re feasible. This concludes my testimony, and I will be happy 
to answer any questions you might have. 
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Hurricanes Katrina and Rita exposed significant flaws in Federal, State, and local 
preparedness and response capabilities to catastrophic events. Numerous after-action 
reviews were conducted in the months following the 2005 hurricanes involving 
stakeholders at every level of Government. Beginning in 2006 a concerted effort has been 
made by the State of Louisiana in a cooperative spirit with local governments, including 
non-govemmental organizations, industry, and our Federal partners to formulate 
improved planning, coordination, and disaster management capabilities during future 
incidents. 

One such lesson learned was the need to develop scalable and flexible plans with 
adequate resources to assist those citizens who desire to evacuate during an emergency, 
but lack the means to do so. The City of New Orleans has developed a “New Orleans 
City Assisted Evacuation Plan” that addresses this very issue. It is estimated that if an 
evacuation is called, approximately 25,000 citizens could potentially require emergency 
transportation out of the New Orleans area within a 54 hour window. 

It is clearly evident that to evacuate that number of citizens in such a short time period 
every available means of transportation had to be considered. The State Department of 
Transportation and Development (DOTD), who has the primary responsibility for 
Emergency Support Function (ESF) 1 - Transportation, has secured a commercial bus 
contract for 700 coach buses. These commercial buses in addition to State school buses 
will provide a large percentage of the critical transportation needs for citizens that require 
both transportation and sheltering across all of the at-risk parishes in Louisiana. We are 
aware and do currently have concerns that the contracted bus vendors, depending bn the 
situation, may not be able to provide the total number of buses when and where needed in 
Louisiana. Those citizens considered “general population” evacuees that do avail 
themselves of this means of transportation can expect a rather long trip (approximately 5 
to 10 hours) to the shelters located in North Louisiana or to neighboring States such as 
Arkansas or Alabama. 
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New Orleans emergency management officials suggested in 2006 that we consider 
Amtrak as a transportation asset that could be used for senior citizens and individuals that 
may require some special assistance. The emphasis is to place these citizens in a low 
stress environment to minimize the psychological and physical impact that occurs during 
a high tension event. The concept was discussed and refined and a request was made 
from the State to FEMA to formally ask for the iKe of this asset. Negotiations between 
FEMA and Amtrak produced a signed contract to be triggered in the event a Category 3 
storm or higher threatens the City of New Orleans. A Memorandum of Agreement was 
signed between Louisiana and the State of Mississippi to allow the trains to use the 
Jackson train station as a trans-load site. At that point evacuees from the train would 
transfer to commercial buses which would take the evacuees to shelters located back in 
North Louisiana. 


In 2007 the plan was modified to transport ambulatory senior citizen evacuees to 
Memphis where the State of Termessee has agreed to shelter up to 6,000 Louisiana 
citizens arriving by train. Two Amtrak trains (each train consisting of 24 rail cars) 
carrying 1500 citizens with limited wheelchair capability would make 2 trips each from 
New Orleans to Memphis starting at 48 hours prior to the projected onset of tropical force 
winds (referred to as H-48). 

During hurricane season, the speed at which some storms develop may not allow State 
and Federal entities to activate their transportation support plans in time to be effective.- 
Air and bus assets must be activated as early as H- 100 hours in order to maximize their 
potential effectiveness. Amtrak, with its pre-staged transportation resources in the 
vicinity, could make an immediate impact in this type of environment. 

The use of rail is an integral part of the overall transportation evacuation plan in 
Louisiana, It was identified early in the planning process for an evacuation of Critical 
Transportation Needs (CTN) citizens within the Southeastern parishes of Louisiana 
which includes New Orleans, as the use of bus and rail alone will not provide the 
necessary transportation resources required. As a result of this potential shortfall a plan 
was developed by FEMA for the use of air assets to supplement bus and rail to transport 
as many as 1 5-20,000 evacuees out of the State. 

All of the planning for the 2007 Gulf Coast Hurricane Season was focused on New 
Orleans as the origin rail station and Memphis as the destination rail station. During one 
of the hurricanes this past season as both Louisiana and Texas at one point were being 
threatened simultaneously, Texas inquired about the potential use of emergency rail 
transportation services for their general population. Due to the lack of prior planning this 
option was not pursued. There is a need for a coordinated national emergency 
transportation plan. 
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Our recommendation is that FEMA pursue a regional rail evacuation concept with a 
flexible multiple origins and destinations contract with Amtrak that is in line with FEMA 
Regions responsibilities and Amtrak’s capabilities. There are other variables that could 
impact having only one origin or destination and without prior pre-planning for other 
options it could reduce Amtrak’s capabilities. By planning different scenarios, FEMA 
and the States will be better prepared for any unusual situation that could disrupt 
operations. We see this as giving FEMA and the States a broad scope of coverage for 
emergency rail evacuation to compliment their multi - state responsibilities. As we 
continue preparations for the upcoming 2008 Hurricane Season, Louisiana will once 
again be requesting through FEMA an Amtrak contract. 



109 


Statement of Wayne C. Thomas 

Vice President, Homeland Security and Emergency Management, lEM 
8550 United Plaza, Suite 501, Baton Rouge, LA 70809 
www.iem.com 

On the Role of Intercity Passenger Rail During National Emergencies 

Before the Committee on Transportation and Infrastructure, 
Subcommittee on Railroads, Pipelines, and Hazardous Materials 
U.S. House of Representatives 

February 1 1, 2008 

New Orleans Union Passenger Terminal 



110 


Chairwoman Brown, Representative Shuster, and members of the committee, it is an honor to 
testify today on the use of intercity rail to improve disaster response. 

There are at least 70 million people in the US today with limited or no access to personal 
vehicles. These include elderly, low-income, and disabled persons. In cities with populations 
greater than 250,000, the number of people that do not own a vehicle can be significant. For 
example, in New York City, 56% of households do not own vehicles. In pre-Katrina New 
Orleans, an estimated 27% of households did not own a vehicle. Hurricane Katrina, as well as 
the events of 9/1 1, highlighted the importance of identifying these transportation-disadvantaged 
populations and bringing them to safety. 

Our company. Innovative Emergency Management (lEM), has a unique perspective on this 
topic. We have 22 years of experience in disaster preparedness, and have worked in over 40 
states developing, reviewing, exercising, and improving response plans. We supported FEMA in 
developing the initial 2007 Federal Support Plan for Louisiana Hurricane Evacuation, which 
involved the use of Amtrak, and we helped create the Louisiana Department of Transportation 
and Development’s plans for providing evacuation assistance to the state’s transportation- 
disadvantaged and special needs populations. Through ongoing contracts with FEMA, lEM is 
supporting historic catastrophic planning initiatives in the eight-state New Madrid Seismic Zone 
and in Florida. This includes mass evacuation planning and a companion project that is 
developing plans to support evacuee reception and care in host cities in the states of Arkansas, 
Georgia, Oklahoma, Tennessee, and Texas. In addition, lEM has more than 15 years of 
experience supporting emergency preparedness and response planning— including evacuation — 
for the eight chemical weapons stockpile sites in the U.S. 

Guided by these and other experiences, my testimony focuses on some of the key factors that, 
must be considered in developing workable, effective plans for using passenger rail to improve 
mass evacuation during a national emergency. 

Employ a Comprehensive Planning Approach 

Clearly, rail is an attractive option for evacuating the transportation-disadvantaged and other 
populations during an emergency, because of its capacity levels as well as its ability to reduce 
traffic on roadways. 

Roadways can quickly become gridlocked when large numbers of people are trying to evacuate, 
In 1999, the evacuation of Charleston, South Carolina, from Hurricane Floyd created a traffic 
jam extending more than 100 miles. A similar situation occurred in Texas as 2.5 million people 
evacuated by car from the threat of Hurricane Rita. Reports showed that in some instances it took 
1 5 hours to travel 90 miles. In Hurricane Katrina, evacuees reported that the trip from New 
Orleans to Baton Rouge took as long as 12 hours, when it normally takes one hour. 

During times of emergency, passenger trains, such as Amtrak, and light rail trains can transport 
up to 200 people per car. An eight-car train would be able to evacuate 1,600 people per trip. 

Prior to Hurricane Rita, Galveston evacuated approximately 3,200 people on 100 buses. Had 
eight-car passenger trains been employed, this same number of people could have been 
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evacuated in only two trips, freeing up 100 buses that could be used to help transport supplies or 
additional evacuees. 

However, simply having the capacity to evacuate thousands of transportation-disadvantaged 
people from a city via rail does not equal a successful evacuation. There are a significant number 
of considerations that all must be addressed in order to develop a workable plan for transporting 
people out of a city via railways. Some of these issues are listed below, and will be discussed in 
more detail later in the testimony. 

• To ensure that plans are fully integrated and coordinated, and that roles and 
responsibilities are clear, understood, and accepted, all key decision-makers from each 
level of government and relevant non-governmental agencies must be involved in the 
planning process. 

• The plan must identify personnel and resources for registering evacuees at the rail station, 
for operating and staffing the trains, and for providing security for evacuees on the train 
(if personnel will be different from daily staff on duty). Because rail systems typically 
operate with limited personnel, we cannot expect that there will be a supply of people 
ready and available to run the trains during an emergency. The response to Hurricane 
Katrina showed how difficult it can be to acquire personnel resources during a disaster, 
both because of difficulty locating people during a disaster and because of the role 
conflicts that many will experience when their families are in danger and they also have a 
professional responsibility to perform. 

• The plan must include procuring resources for care and feeding of evacuees on the train. 

• The plan must account for the re-allocation and prioritization of commuter rail tracks 
during a disaster to support both freight and passengers. Likewise, if tracks are used by 
multiple agencies, there must be an understanding of prioritization of use before the 
disaster strikes. If old tracks are to be used, the plan must ensure that they are inspected 
prior to use. 

• The Federal Transit Administration and Federal Rail Administration recommend 
restricting train usage when winds exceed established safety levels. As a result, 
hurricane-related plans must ensure that evacuations are completed before winds reach 
this level. This will likely require a phased evacuation. 

• In some areas, there may be only one track going in one direction, so a single train 
breakdown can bring the whole system to a halt. Additionally, a freight train may travel 
into the evacuation route and impede the evacuation. There must be contingency plans in 
place to address these scenarios. Where possible, planning should include routes with 
multiple tracks. 

• Many rail agencies are concerned about transporting special needs populations, and their 
policies may prohibit transport of pets other than service animals. These concerns must 
be discussed and resolved during the planning process. 

• Plans must contain procedures for dealing with “unique populations” such as registered 
offenders who may require transport. 
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• The plan must address means of getting the transportation-disadvantaged to the train 
station for evacuation, as -well as sources of transport for evacuees once they reach the 
host city’s train station. Specific means of transport, as well as drivers, must be identified 
and ready. Pick-up points must be established and communicated, and routes and 
timelines must be planned and coordinated to avoid roadways clogged with self-evacuees 
driving personal vehicles. 

Integrate Evacuation and Sheltering 

If evacuees transported by rail are left stranded in an unfamiliar host city, even though they are 
out of harm’s way, the goal of protecting them has not been accomplished. In most response 
planning, the Emergency Support Functions for Transportation and Sheltering are addressed 
separately. But when accomplishing a mass evacuation of people using public transportation, 
these two functions and their associated plans must be closely integrated to ensure that evacuees 
are cared for when they reach their destination. One example of a group that is focused on this 
type of coordination is the National Sheltering System. 

Based on disaster case studies, planners assume that only 10% of evacuees driving personal 
vehicles will require public sheltering. Most people will stay with relatives or friends. However, 
it is safe to assume that 100% of transportation-disadvantaged individuals will require sheltering. 
Planners must coordinate with local, state, and federal personnel in the host city to ensure 
sufficient shelter capacity and that transport will be available to take evacuees to shelter locations 
from the rail station once they arrive. It is especially critical to communicate with local officials 
in the host cities as they are the ones responsible for taking in and caring for the evacuees. It is 
possible that evacuees may need to be transported to multiple host cities along the rail route to 
accommodate the large volume of people. 

Developing a single, integrated plan for mass evacuation via rail that contains clear roles and 
responsibilities for each jurisdiction, the agencies within those jurisdictions, and all rail operators 
involved can address these concerns. In addition to ensuring that evacuees are received and 
brought to shelters, this integration ensures that a state can track the location of evacuees, so they 
can be provided with key information about reunification with family members and about when 
and how they can return home. 

Develop and Implement a Strong Outreach Plan 

Once a transportation plan using rail has been developed, a strong public outreach campaign is 
necessary to link the plan to the transportation-disadvantaged population. People can only be part 
of the solution if they know what is required of them and are ready to take the appropriate 
actions to be transported to safety. 

Through the outreach campaign, specific, meaningful messages must be created and 
communicated to the target audience so that they are armed with basic information about what to 
do when an evacuation is required. This information should include: 

• How they will be evacuated 


3 



113 


• Where they should go to be picked up for transport to the rail station, and how they will 
be alerted when it is time to do so 

• Where the train will take them 

• How they will be returned home once it is deemed safe 

• What can and cannot be brought aboard the train 

The transportation-disadvantaged population within any community will be made up of different 
types of people and groups, including elderly, low-income, and disabled individuals. Messages 
must be created specifically for each group and distributed through channels unique to each 
group. Grass roots campaigns utilizing multiple languages can be an effective means of reaching 
these groups. Additionally, due to compliance with the Americans with Disabilities Act, public 
transit systems have established multiple methods for communicating information to their public 
customers. Officials can take advantage of these existing channels to distribute evacuation 
information to the transportation-disadvantaged population — one of the largest users of public 
transportation. Other mechanisms could include public service announcements, integration with 
the 2-1-1 telephone system, and participation in community meetings. It is important that these 
messages be integrated with those being promulgated by area cities, states, and regional 
governments to ensure consistency and avoid confusion. 

To ensure that the outreach campaign is achieving its intended goals, focused, science-based 
surveys should be developed and conducted to capture the perceptions, attitudes, and level of 
understanding of the target audience. As an example, FEMA’s Chemical Stockpile Emergency 
Preparedness Program has been conducting public outreach to communities surrounding 
chemical weapon stockpile sites for more than a decade. These communities include a large 
contingent of low- income, minority individuals, similar to those who make up the transportation- 
disadvantaged population. The outreach is designed to educate the population about what they 
must do to protect themselves when they hear a siren that indicates a chemical emergency. 
Targeted outreach has been conducted for the last decade, with professional surveys conducted 
on a consistent basis to measure the effectiveness of the campaign. 

Through this program, FEMA has found that it takes five to six years and millions of dollars to 
sufficiently educate the audience so that they know what actions to take during an emergency 
and are prepared to do so. For a mass evacuation using rail to be successful, this same level of 
sustained outreach to the transportation-disadvantaged population will be crucial. 

Apply a Scenario-Based Planning Process 

Comprehensive planning for catastrophic response is daunting, but not impossible. What is 
needed is a method that facilitates collaborative planning and relationship-building among 
responders and officials at all levels of government, all stakeholder agencies, and among 
personnel from neighboring states who will receive and shelter evacuees. 

A scenario-based planning approach, such as the one employed by FEMA’s catastrophic 
planning process, represents one solution to this challenge. This method is being used to develop 
catastrophic plans for the eight-state New Madrid Seismic Zone and the State of Florida. For 
each of these projects, hundreds of federal, state, and local personnel — ^both planners and 
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operational personnel — ^are presented with the consequences of a catastrophic disaster within a 
scenario-based workshop environment. Personnel from different jurisdictions are divided into 
groups to begin tackling the operational complexities involved in addressing key response and 
recovery results. The focus is on operational concerns, interagency coordination, and initiating 
dialogue between the many different stakeholders involved. 

. Recognizing that evacuee support is integral to the success of catastrophic planning, FEMA also 
launched a separate project to address this topic. Scenario-based planning workshops are being 
conducted with the states of Arkansas, Georgia, Oklahoma, Tennessee, and Texas, to develop 
plans for transporting, receiving, and sheltering evacuees from potential disasters in states 
bordering the Gulf of Mexico. Based on this model, they are also developing planning guidance 
for producing evacuee support plans in the rest of the nation. 

This project is tackling many of the specific challenges to rail transport described in this 
testimony. In addition, it is addressing medical transport, special needs transport, evacuation of 
pets, and reunification. Interagency agreements are being developed between states, federal 
agencies, rail companies, and bus companies in advance of a disaster, and stakeholders from 
federal, state, local, the National Sheltering System, and other non-govemmental organizations 
are closely involved. 

Other state and regional projects have also used this method. For example, after Hurricane 
Katrina, the Warm Cell at the Louisiana Joint Field Office in Baton Rouge used it to develop and 
refine the 2007 Federal Support Plan for Louisiana Hurricane Evacuation, which integrated the 
New Orleans city plan with Louisiana’s state plan and the Jefferson parish plan. Based on IBM’s 
experience with this effort, bringing all participants together to discuss and resolve planning 
issues brought creative resolutions to problems and produced greater results than previous efforts 
that relied on other planning methods. 

The scenario-based workshop methodology encourages collaboration and focus on developing 
plans that address the catastrophic consequences presented. Working together, participants 
identify response actions to be taken as well as available resources needed to support these 
actions. In the case of a rail transportation plan, officials can work together to determine, for 
example, whether there are enough trains and enough track to evacuate the target population, 
where they will find the drivers, whether there are enough shelters in the host cities, and how 
much food and water will be needed for evacuees on the train. 

In scenario-based workshops, participants have shown that they are committed to producing 
results. The disaster becomes real for participants at all levels and encourages them to cut 
through conflicting priorities, turf issues, and resource concerns and focus on meaningful results. 

In concert with the scenario-based planning process, modeling and simulation technology can be 
a sophisticated option for measuring the effectiveness of plans developed in the workshops, as 
well as any proposed improvements. It can be especially useful in studying social and traffic 
patterns after an evacuation order has been issued to see how quickly the transportation 
disadvantaged can get to the train station and be evacuated. This can play a key role in ensuring 
ihat the rail transportation plan developed accomplishes the necessary results. 
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Conclusion 

Intercity passenger rail can be an effective solution to mass evacuation, in conjunction with other 
transportation systems, such as bus systems, barges, ferries, and airlines. As such, it must be 
considered as a component of large-scale disaster plans. In some disasters, if roads and airport 
runways are unusable, rail may be the only option for transportation of people and supplies. 

However, for this planning to be effective, it is critical that all stakeholders be involved in the 
plan development and evaluation process and that all challenges to successful rail evacuation be 
carefully considered and addressed. A consistent, long-term public outreach campaign must be 
implemented to ensure that transportation-disadvantaged individuals know what to do when a 
disaster occurs, and evacuation and sheltering must be integrated to ensure that evacuees are 
cared for upon arrival in host cities. Scenario-based planning is a proven method for developing 
collaborative plans that address these and other concerns. 

Finally, evacuation is more than just a standard logistics challenge or commodity-distribution 
problem. It’s about people, our most precious national commodity, and we cannot forget that. 
Through proper planning that addresses the full spectrum of human needs, we can ensure that 
those being evacuated will be treated with the respect and dignity they deserve during a time of 
uncertainty and chaos. 
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PASE 


RESOLimON 

K-06^1 

Af 

BV: COUNCIKMEMBEB FIEUCOW 
SECONDED BYi COUNCItrCMBER CARTER 

WHEKEAS, piior to HuiricazK Katrina, AMTRAK c^exated tbe Sunset Limited 

betwe^ Los Angeles, Califoua and Orlando, Florida, providing passenger rail service 

^ong the Gulf Coast of the Umtsd States, spedficaUy bettveen New Orleans and 

Orlando; sued 

that portion of the Sunset Limited route between New Orleans and 
Orlando generated rideiship involving a snbstantial number of passengers per day; and 

WHEREAS, Gince Hunricane Katrina, AMTRAK lias not restored Sunset Limited 
service alox^ the Quif Coast portiem of ihc route; and 

WHEREAS, in addition to die economic bene£l& realized along the Gulf Coast 
portion of die Sunset Limited route, there is a Increased need for this service as a vital 
transportation Hok for New Orleans area evacuees' mtuioing to rebuild tbeh homes and 
businesses; and 

WHEREAS, Hie Souths Rapid Transit Commissioa, housed in the ofidees 
of the Regbnal Planning Commlssaon for JefTeiscm, Orleans, Si Bernard and St. 
Tammany Parishes is seeking an evaluation from AMTRAK concerning lesumpdon of 
sendee ea^ ofNew Orleans, now therefore, 
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BE IT RESiaLVED BY THE COUNCIL OF THE CTTY OF NEW 
ORLE^^S, th^ AMIRAK is 5tr<»:i^ ^ged to dk> aU in its to ^store the Gulf 

Coast porticm of Sunset Limited i^ssenger ml! service. 

BE IT FURTHER FESOLVEB, thst The SouQisxn I^pld Rail Tmnait 
Commission is requested to submit to the Clerk of Coumi, a repent os Hk: status of tb» 
restomtion of the Sunset Limited passenger service east of New Orleass suI tiiat tihe 
Cleifc submit a copy of said report to the Chair of the City Couscii Grotaid 
Trasupoxtarion Cominitt«^ 

BE IT inURTHER RESOLVED That certified copies of this Resolution be 
forwarded to tfca Chaiiman of AMTRAK, axrd foe Hx^tive Director of ITae Sou^^m 
Rapid Rail IVan^ Conuiuss^oxu 

THE FOMGOING RESOLUTION WAS READ IN TOi, THE ROLL WAS 
CALLED ON THE ADOTTION THEREOF AND RESULTED AS FOLLOWS: 
YEAS? Carter* Fielkow, Midura, Thomas, K111ard-Lewts - 5 

NAYS: 0 

ABSENT: Head, Hedge-Morrell - Z 
AND THE RESOLUTION WAS ADOFTED 
CCRSRCH/RESOLUTS/06.130 
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